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The Opening of 1948 
—" opening of the year 1948 is the beginning of a new 
epoch in British transport. It marks the end of the first 
phase of a controversy which has raged, sometimes inter- 
mittently, but with increasing strength since the beginning of 
the first world war, on the merits of nationalised railways of 
Great Britain. Although the step has been taken, and, indeed. 
the basis has been broadened to include practically all forms 
of inland transport, it by no means follows that the con- 
troversy has been ended. The new arrangements, especially so 
far as the railways are concerned, are being inaugurated with 
a determination on the part of all associated with the venture 
to do their best to make a success of what must be a gigantic 


experiment. In the last few days the final steps of the change- 
over have taken place, and many railway officers who are to 
play their part in the reorganised system, have been taking 


their farewells of members of their boards of directors, whose 
offices have been abolished, or of colleagues who have retired 
from active railway life, in several cases after terms extended 
for the purpose of seeing their companies through the post-war 
transition period. In the New Year’s honours list recognition 
of the services of Colonel Eric Gore Browne, the last Chair- 
man of the Southern Railway Company, is recognised by the 
conferment on him of a knighthood; Mr. S. H, Fisher, Chief 
Operating Manager, L.M.S.R., receives the C.V.O. Mr. George 
Morton receives the C.B.E, for his services as Chief Accountant 
of the L.M.S.R. 


Railway Sunday 

Although no official steps were planned to mark the transfer 
of the railways from private to public ownership on Janu 
ary 1. the Daily Herald made it known on Tuesday last that 
January 4 is to be “ Railway Sunday.” Sunday was chosen 
so that there should be no interference with rail services, and 
on that day the National Union of Railwaymen will hold 
mass meetings at large railway centres. The London meeting 
is to be in the Coliseum Theatre, and more than 2,000 railway- 
men are expected to attend. The speaker will be Mr. J. B. 
Figgins, Acting General Secretary of the N.U.R. Messages are 
also to be issued through the press by other railway union 
leaders, There is a suggestion, though not official, that the 
first Sunday of each year may be kept up as Railway Sunday. 


* * * * 


The Passing of the British Railway Director 

With the approaching end of the year, 
British railway companies, there has been a number of refer- 
ences in the daily, Sunday and weekly press to the passing of 
the British railway director. Generally, it may be said that the 
views expressed in our issue of December 26. when we dealt 
with this subject, were endorsed by many of our contem- 
poraries. In The Economist of December 27, the comment 
was made that it was only fit that a due tribute should be 
paid to the railway director for, whatever the defects of the 
system which he represented, he played an important part 
in the activities of the companies, and on the whole he played 
it well. His departmental committees provided a valuable 
check on what the French call the “ professional deformation ” 
of the technician, and it is by no means certain to what 
extent the Transport Commission or the Railway Executive 
will be able to find a suitable substitute to perform this valu- 
able function. In fact, as at present constituted, neither body 
would be able to replace the functions of the railway director, 
for to do so would require a special enabling Act. 


* * * * 


Nationalised Docks 


and also of the 


The British Transport Commission has come to the conclu- 
sicn that, as a matter of general policy, the management of the 
trade harbours heretofore owned by the railway companies 
shall be transferred from the Railway Executive te the Docks 
& Inland Waterways Executive as soon as practicable, but that 
it will be advisable, in most cases, to except from such transfer 
those harbours which are mainly interchange points between 
the railways and railway-owned steamer services. A scheme 
for the separation of the railway-owned docks from the rail- 
way system proper is being worked out in detail between the 
two Executives. Meantime, the Docks & Inland Waterways 
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Executive will be consulted by the Commission in matters 
relating to trade harbours and port facilities and in all im- 
portant questions in regard to the railway-owned docks. The 
Executive is expressly charged by a special provision in the 
scheme of delegation with the responsibility of keeping the 
trade harbours under review, so that it may in due course 
advise the Commission as to the exercise of the Commission’s 
powers under Section 66 of the Act as to the future prepara- 
tion of schemes in the organisation and grouping of the port 
facilities of the country. This is an important function, but 
the ultimate responsibility for the preparation of any schemes 
under this Section will remain with the Commission. 


* ~ * * 


Southern Railway’s Last Muster 


The annual luncheon of the board of the Southern Railway 
Company, which for some years has been made an occasion 
on which the officers and retired officers of the railway are 
entertained by the directors, was held on Wednesday of. this 
week. It was natural, therefore, that in view of the changes 
so closely impending—for in their then existing form the rail 
way companies had but a few hours to live—the occasion 
should be made one for a farewell oration to the directors, as 
well as one for pride in the achievements of the past quarter 
century. It fell to Mr. John Elliot, who has been so closely 
.associated with the progress of the Southern Railway in the 
past and who, as Chief Regional Officer of the Southern Region, 
will remain identified with the railway in its new guise, to dis- 
charge these somewhat melancholy duties, as will be seen from 
the report of his speech elsewhere in this issue. He performed 
his task admirably and with a nice balance between pride in 
achievement and a determination to perpetuate the best tradi- 
tions and spirit of endeavour of the dying Southern Railway 
into the metamorphosed Southern Region of the future. 


*K ~ x * 
London Transport Executive: Scheme of Delegation 


On January 1 the Government control of the London Pas 
senger Transport Board, which began with the Railway Control 
Order, 1939, came to an end, and the Board’s undertak.ng passed 
into the ownership of the British Transport Commission, in ac- 
cordance with the Transport Act, 1947. One of the Executives, 
whose functions are to assist the Commission as its agents for 
operating the various parts of the Commission’s undertaking 
under delegated powers, is the London Transport Executive, the 
personnel of which was announced some time ago. The actual 
Scheme of Delegation from which this Executive derives its 
powers was made by the Commission on December 5; was ap 
proved by the M:nister of Transport on December 11; and came 
into operation on January 1. The terms of the scheme are 
virtually identical with those of the Scheme of Delegation to 
the Railway Executive. The London Transport Executive is 
responsible for the day-to-day management of the undertaking 
formerly carried on by the London Passenger Transport Board, 
which w:ll continue to be known as “ London Transport.” Pro- 
vision is made to enable the Executive to exercise the statutory 
powers already possessed by the Board in connection with the 
undertaking, and any addtional powers conferred on the Com- 
mission by Section 2 of the Transport Act, but the Commission 
retains control of policy and finance, and ils overrid.ng powers 
of direction. 


* * * 


Railway Convalescent Homes 

We understand that the organisation of the Railway Conva- 
lescent Homes will be unaffected by either the change in owner- 
ship of the railways or the social security schemes to come 
into-force shortly. The Trustees have never been nominated 
by the Directors of the railway companies, and, therefore, no 
change in the management or method of procedure becomes 
necessary. The Homes have just completed their arrangements 
whereby subscribers are to pay a Id. a week instead of 4d. a 
week, which has applied unchanged through two wars, and is 
now hopelessly inadequate to meet present-day costs. This is 
Geducted on the pay sheets, and we understand that the Rail- 
way Executive will allow this arrangement to continue un- 
changed. The Trustees of the Homes have recently received a 
cheque for £1,000 as a final gift from the personal funds of the 
Directors of the Great Western Railway Company; heretofore, 
it has been their habit to donate £100 a year. 
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The Place of Films in Railway Work 


A meeting of the Railway Students’ Association in London 
on December 17 was the occasion for the first public exhibition 
of three films made last year for the L.N.E.R. They were shown 
during a paper by Mr. M. R. Bonavia, Assistant Secretary 
(Development & Works), British Transport Commission, in 
the course of which he reviewed the development of the film 
as an instructional medium. The three films demonstrated 
different approaches to visual teaching, the first being directly 
instructional, the second designed to stimulate interest and lead 
to detailed study of a subject, and the third giving more 
emphasis to entertainment in an effort to promote a receptive 
frame of mind in the audience. A fourth film, produced by the 
L.M.S.R., was shown, and here the method was to contrast right 
and wrong methods of working. In the discussion which fol- 
lowed, the dangers of the right versus wrong method straying 
into the comic by over-exaggeration was mentioned, and another 
speaker thought the severely practical instructions of the first 
L.N.E.R. film might be conveyed equally well by personal 
demonstration. The use of a fictional theme to link instruc- 
tional episodes was mentioned with approval. The interest 
provoked by Mr. Bonavia’s paper was such that it was pro- 
posed to circulate a questionnaire so that all members of the 
association could express their views. 


* * * * 


Registration of Engineers in the U.S.A. 


The year 1947 marks the 40th anniversary of the first Engi- 
neers’ Registration Act in the United States, passed in Wyom- 
ing in 1907. There are now 51 legally constituted registration 
boards in the 48 States, Alaska, Hawaii, and Puerto Rico, 
which are centrally represented on the National Council of 
State Boards of Engineering Examiners. Some 114,700 engineers 
are registered by these boards. It is of interest to note that 
the report of the council now somewhat belatedly defines 
“land surveying” as opposed to other forms of surveying. 
Land surveyors—of whom there are over 8,000 registered—are 
responsible for determining the location of land boundaries 
and the preparation of land plans showing shapes and areas of 
land required for various purposes. They are not to be con- 
fused with engineering surveyors, who not only plan railways, 
roads, and other utility lines and bridges, but also prepare topo- 
graphical maps. Qualification for registration as a professional 
engineer in America has now been tightened up. Future appli- 
cants must have (a) a record of ten or more years in the practice 
of engineering and must pass a written examination approved 
by the council, graduation from an approved school being con- 
sidered equivalent to four years’ practical experience; or (b) 
at least 15 years’ experience, with the same accredited school 
equivalent, but presumably without an examination. In New 
York State only about half the 40,000 applications for regis- 
tration have been accepted. 


* ES * * 


The Last L.N.E.R. Pacific from Doncaster 


On December 18 the first of a new series of Pacific locomotives 
was named A. H. Peppercorn at Marylebone Stat.on, after its 
designer. the last C.M.E. of the L.N.E.R. It is the 1,434th and 
last locomotive to be built at Doncaster by the L.N.E.R. since 
the company was formed 25 years ago, and the 2,016th engine 
constructed at Doncaster Works. The new design, Class “ A2,” 
differs materially in deia.l and appearance from the earlier series 
of Pacifics, now classified “ A2/3,.” which were built by Mr. 
Edward Thompson. The three cylinders have been brought 
closer together by moving the outside pa.r forward to the ortho- 
dox position between the bogie wheels, thus shortening the ex- 
haust ports and eliminating the external exhaust ducts. At the 
same time the bog‘e has been brought back nearer to the coupled 
wheels, shortening the total wheelbase by 2 ft. 7 in. Improve- 
ments have been made in the lookout from the cab, which, to- 
gether with the headlights, is lit by electricity from a Stone’s 
turbo-generator situated at the front right-hand s:de of the foot- 
plate. A hopper ashpan, rocking grate, and self-cleaning smoke- 
box have been provided. The naming ceremony at Marylebone 
was performed by Sir Ronald Matthews, Chairman of the 
L.N.E.R., in the presence of a number of directors and officers 
of the company. 
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‘¢ British Railways” Are Now Functioning 


O* January 1 the British railway system, after just 25 years 

of “ grouping,” passed from private ownership and man- 
agement to State ownership and management. “ British Rail- 
ways” are now functioning. Distinguished railway officers 
and others have accepted responsibility as members of the Rail- 
way Executive under the chairmanship of Sir Eustace Missen- 
den, who very wisely, we think, in articles in the press, has 
stressed the difficulties confronting the Executive and the long 
time that must elapse before the railways can regain even their 
pre-war standards. We learn, too, that meetings of a har- 
monious character have already taken place between the mem- 
bers of the Executive and the newly appointed Chief Regional 
Officers, amongst all of whom there exists a common under- 
standing and a firm desire to make the new organisation a suc- 
cess. In fact, we have been told that the new order will create 
a new interest and a new stimulus throughout the whole of the 
ranks of the railway service. So may it be. 

The first world war produced grouping, which many regarded 
as the first regular step towards railway nationalisation. Their 
fears, or if preferred their hopes—take it which way you like— 
have been realised. Government contro! of the railways at 
the outset of the second world war was the second step; and 
now we have the third and final step in the Transport Act of 
August, 1947. What might have been merely a financial trans- 
action and exchange of rai!way securities for Government 
stock has developed into a transport revolution. 

It is significant that the transference of the railways to State 
ownership has been met with entire apathy both by traders and 
the travelling public. The popular daily press devoted very 
little space to the change. Perhaps it is just as well that it has 
aroused no great expectations. There will be much less dis- 
appointment. If the Government last August had foreseen the 
present state of affairs, we think it more than likely that the 
date of transfer would have been postponed for at least a year. 


BRITISH RAILWAYS IN 1913, 1922, AND 1938* 


1913 1922 1938 
Capital (£)_ ... ois 1,106,191,858 1,124,568,724 1,116,512,939 
Capital expenditure (£) 1,141,543,561 1,174,479,870 1,199,214,215 
Gross receipts (£) 129,868,716 238,223,754 187,666,955 
Net receipts (£) 46,113,893 47,148,809 27,690,796 
Net revenue (£) 48,941,206 53,364,862 29,757,554 
Passenger journeys (no.) 1,549,790,921 1,748,956,116 1,235,943,726 
Freight traffic (tons) 319,934,076 284,833,942 


* Abstracted from the *‘ Railway Returns ’’ for the relative years 


Grouping failed to procure the railways standard net revenue. 
The grouping scheme of 1923 was fundamentally unsound in 
that it did not envisage the growth of road transport and 
bolstered up the weaker railway companies. For example, sub- 
sequent events showed that, but for their absorption by the 
Great Western Railway, all the South Wales railways and docks 
would have gone into receivership during the past 15 years. 
Many American railways at one time or another have gone into 
receiverships and it was not considered disgraceful. But in 
1921 it was said to be “unthinkable” that such a thing should 
happen to any British railway company. By that time we had 
departed from the Victorian business axiom that the weakest 
must go to the wall. As a result, the four main-line companies 
have, in effect, been forced by the Government into a compul- 
sory receivership, the stockholders’ income being reduced from 
all but £41 millions last year to £303 millions at most. Among 
railway stockholders those who will suffer most are erstwhile 
holders of G.W.R. and L.M.S.R. ordinary stocks. On a 23 
per cent. basis the former will suffer a loss in income of from 
5 per cent. per £100 nominal railway stock to £1 9s. 6d. on 
transport stock, a reduction of 70°5 per cent. In the case of 
L.M.S.R. ordinary stock the reduction will be from £2 15s. 
per £100 nominal of railway stock to 14s. 9d. on transport 
stock, a fall of 73-2 per cent. 

How will the Receiver fare? The British Transport Com- 
mission is directed to conduct the whole transport undertaking 
so that the revenue may not be less than the amount sufficient 
to meet charges “taking one year with another.” The value 
of transport stock to be issued to holders of railway stock de- 
pended on gilt-edged prices yesterday, January 1. Ona 24 per 
cent. return the service would require £254 millions and on a 
3 per cent. return £304 millions. The wartime guaranteed 
revenue of all the controlled railways was all but £434 millions, 
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and in addition to the direct receipts from the pool in 1946 
the four main-line railways earned £34 millions. The net pool 
receipts (including the L.P.T.B. and controlled minor railways) 
for 1946 were £32,182,000. Up to November 30 gross traffic 
receipts were about £94 millions down on last year and 
costs greater. Therefore it is certain the net revenue will be 
less than the service of British Transport Stock. 

With the “ pass sold” as regards “C” licences, a £1 a week 
increase demand from the wages staff, the ban on capital ex- 
penditure, wagon and rolling stock shortage, lack of materials, 
deferred repairs, and the Minister’s edict that the net revenue 
must meet the Transport Stock charges, which probably means 
further increases in rates and fares during 1948, the Commis- 
sion in general and the Railway Executive and Regional Officers 
in particular are up against as tough a proposition as ever faced 
railway officers. In fact, it might be well if the Head P.R.O. 
could coin some transport phrase, some idiomatic expression 
or some small group of words for use in press announcements 
and posters at the railway stations equivalent to Mr. Churchill’s: 
“T have nothing to offer but blood, toil, tears and sweat.” This 
state of affairs must be most depressing to the sponsors of the 
Transport Act, who no doubt had looked forward to announcing 
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coincident with the taking over of the railways a comprehen- 
sive and inspiring programme of railway improvements, better 
services, new trains, new stations and so on. Perhaps such an 
announcement will yet be made, but up to the time of our going 
to press on Wednesday evening, December 31, it had not been 
issued. For the reasons already stated, it must of necessity 
be a post-dated programme. 

We have yet to learn what the commercial policy of the new 
organisation will be, but presumably the Railway Executive 
will pursue the most enlightened commercial policies of the 
late railway organisations to maintain and extend their 
liaison with trade and industry and the travelling public and to 
overcome the handicaps under which the British railway com- 
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panies worked in consequence of the war years and the de- 
pressed economic circumstances that followed. 

There is one matter for investigation which would keep most 
of the functional officers of the Executive, the Regions and 
their staffs fully occupied for at least two years and would, we 
think, prove very lucrative and not involve capital expenditure. 
That is a complete revision of the passenger and freight train 
services to come into operation, say, in the summer of 1951. 
With the exception of the Southern Region’s electric services, 
most of the main-line working timetables have just grown up, 
like Topsy in a hundred years, from a dozen or so trains a day 
to their present state. The desideratum would be to get the 
best possible user of locomotives, rolling stock and track with 
due regard to the requirements of the travelling public and 
traders. We are not suggesting just a paper scheme drawn up 
by time-bill clerks, but a joint effort by all the functional officers 
in any way concerned, involving a detailed study of every line. 
In its own way it would involve as much thought, work and 
planning as the preparations for D-Day. Consequent on a 
report made in 1922, the Great Western Railway appointed a 
committee toinvestigate and revise its main-line timetab!es on the 
lines suggested. The revision came into operation in the summer 
of 1924 and saved 30 main-line locomotives and 300 passenger 
coaches for the same services and speed of trains as before. 
And the revision did not go nearly as far as suggested in the 
report. It was merely a question of altered timings in order 
to get more return workings on the same day with the same 
sets. We intend to return to this subject of timetable revision 
or “ re-scheduling the schedule ” in a future issue. 


* * * * 


on ae 
Wagon Building Programme 
Wt have received a letter from a correspondent criticising 4 
statement regarding wagon construction, which was con- 
tained in our recent editorial on the effect of the proposed 
capital cuts on the construction of railway rolling stock. He 
writes: “I was interested to read your comment on what the 
capital cuts mean to the railways on page 665 of The Railway 
Gazette. If 1 may say so, I think it is fair comment, but | 
think you have not given enough emphasis to the programme 
of 48,000 new wagons. You say ‘this will cover only current 
renewals and makes no contribution to the heavy arrears.’ 
Surely this is not so? Looking back over the 10 years before 
the war I find that the current renewals were only 25,000 a 
year, which, on the basis of our present fleet, presupposes a 
life of 58 years. That is obviously too high, and I can only 
suppose the rate of renewals in the 10 years before 1939 was 
not high enough. I notice that most figures seem to work 
on the assumption of a 35-year life. but even on the basis of 
scrapping after 30 years we should still need only 46,000 
wagons to replace the current fleet. This assumes that the 
46,00 wagons are the same size as those they replace, but 
we know this is not so. In voint of fact, 16-tonners are re- 
placing 10- and 12-tonners. So, working on a minimum re- 
placement ratio of 16/12ths, our 48,000 new wagons in 1948 are 
equivalent to 64,000 12-tonners. ‘We are therefore doing quite 
a little more than current replacements.” 

Our correspondent’s contention, we must admit, is fully 
justified. We should have stated that the proposed construc- 
tion of 48.000 wagons in 1948 makes insufficient, rather than 
‘no,” contributicn towards overtaking the heavy arrears of 
wagon renewals which accumulated during the war years. 
We understand that, after allowing for an expected deficiency in 
the stock of railway-owned wagons at the end of 1947, the 
provision of an additional number of wagons to carry 
merchandise now passing in coal wagons which will no longer 
be available for the purpose in future if coal traffic continues 
te increase as anticinated. and, for railway service vehicles, the 
minimum annual requirements for current renewals during the 
next five years total about 42,000 wagons, of which 10.600 will 
be 16-ton wagons replacing 10- or 12-ton requisitioned wagons. 
On this point we suggest our correspondent is in error in 
assuming that the 48.000 wagons it is proposed to build will all 
be 16tonners replacing 12-ton vehicles, making them the 
equivalent of 64,000 smaller wagons, as the figures relating to 
railway-owned wagons are based on the replacement of existing 
vehicles with those of similar capacity. 

If 48,000 wagoris are built in 1948, there will be a margin of 
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6,000 wagons towards overtaking the arrears of wagon renewals. 
As we understand that something like 50 per cent., or over 
280,060, of the requisitioned wagons are now over 35 years 
old, the problem of overtaking the arrears of renewals is a 
very difficult one, because it is estimated that during the next 
five years about 40,000 wagons will have to be built annually 
to meet the requirements in this respect, of which 37,000 would 
have to be 16-tonners. 

It is obviously impracticable, and probably unnecessary, to 
attempt to replace all wagons over 35 years of age during the 
next five years, as their condition varies widely, and a large 
number, particularly of requisitioned wagons, doubtless could 
be kept in service for some time if confined to fairly short 
runs. We are sure our correspondent will agree, however, tha 
the present proportion of over-age stock is much too high an 
until it can be substantially reduced, an excessive number of 
wagons constantly will be out of service waiting repairs. Until 
some substantial reduction can be effected in the heavy arrears 
of renewals, therefore, all that can be done is to seek to main- 
tain the operating stock at the highest possible level by the 
provision of adequate repairing facilities and to see that the 
available stock is used to the best nossible advantage. 


* * * * 


Nationalised Inland Waterways 

N January 1, 2,064 miles of inland waterways became vested 

in the British Transport Commission. In addition, the 
69 miles of the Caledonian and Crinan Canals, at present vested 
in the Minister of Transport, will be transferred to the Com- 
mission at the end of March, when the total mileage of water- 
ways under the control of the Commission will be 2,133 miles. 
distributed as follows:— 


Northern Area ‘ive ee . sii ‘ — ae 
North-Western Area ... ie : o - oo oe 
Eastern Area ... sen eee . “? = 186 
Western Area cae nee ; ane ‘ << ee 
Southern Area 475 
Scotland (including the Forth & Clyde Canal and the. 
Caledonian and Crinan Canals) ... ISI 
Tosa .... - ios ee oon @ USS 
Sir Cyril Hurcomb, G.C.B., K.B.E., Chairman of the British 
Transport Commission, announced on December 22 that the 
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Commissicn had settled the terms of the scheme of delega- 
tion to the Docks & Infand Waterways Executive under the 
provisions of Section 5 of the Transvort Act. The scheme 
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in its present form applies to the activities carried on by the 
undertakings specified in Part Il of the Third Schedule to the 
Act. that is, the nationalised canal and inland navigation under- 
takings other than those which were owned by the main-line 
railway companies. By the Scheme, the Commission has dele- 
gated to the Docks & Inland Waterways Executive all the 
rights, powers, and liabilities of the Commission in connection 
with the carrying on of these undertakings, end on January | 
the Executive became the employer of the officers and staff of 
these undertakings. and is managing, operating, and main- 
taining them on behalf of the Commission. The general con- 
ditions to which the delegation is subject are similar to those 
in the scheme of delegation to the Railway Executive, and con- 
tain provisions which will enable the scope of the activities 
delegated to the Docks & Inland Waterways Executive to be 
enlarged at a later date. 

It is intended to transfer the railway-owned canals at the 
eariiest practicable date. They are at present included in the 
activities delegated to the Railway Executive. Pending the 
issue of 9 further scheme of delegation, arrangements will be 
made, in suitable cases, for the Docks & Inland Waterways 
Executive to act as agent for the Railway Executive where 
certain activities of the railway-owned canals can be combined 
suitably with those of the other inland waterways which be- 
came vested in the British Transport Commission on January 1. 

fhe Commission has also invited the Docks & Inland Water- 
ways Executive to advise as to the desirability or otherwise 
of exercising the powers conferred on the Commission in rela- 
tion to the licensing of canal carriers under Section 35 of the 
Act: the acquisition of such undertakings under Section 36; 
and the abandonment of canals under Section 37. 

The Docks & Inland Waterways Executive will be collec- 
tively responsible to the Commission, but, within the organi- 
sation of the Executive itself, the full-time members will be 
responsible for particular aspects of the Executive’s work under 
a functional distribution of duties. The organisation at head- 
quarters. which will not be large, is planned with a view to the 
importance of affording a wide measure of decentralisation 
and scope for encouragement of local initiative. In addition 
to the management of the undertakings vested in the Com- 
mission, the Executive will have advisory functions. particularly 
in regard to port facilities and the review of trade harbours 
and formulation of proposals for their re-organisation. In 
dealing with these problems, with their important bearing on 
our overseas and coasting trades, the Executive will consult the 
port authorities, shipowners, importers and exporters. and the 
National Joint Councils of the Port and Canal Industries and 
the Nationa! Dock Labour Board. 

As a transitional measure, the canals and inland waterways 
mentioned in Part II of the Third Schedule to the Act will 
be organised in five Areas, each under the direction of an 
\rea Waterways Manager, as follow:— 

Aire & Calder Navigation 

Calder & Hebble Navigatio 

Leeds & Liverpoo! Canal 

Sheffield & South Yorkshire Navigation 


Area Waterways Manager Mr. H. B. Emley (Aire & Ca'der Navigation) 
Headquarters Leeds. 


Northern Area 


North-Western Area ahs a .. Weaver Navigation 
Area Waterways Manager Mr. C. M. Marsh (Weaver Navigation) 
Headquarters — Northwich. 


Trent Navigation 

Nottingham Corporation portion of the 
Trent Navigation 

Area Waterways Manager Mr. J. T. Evans (Trent Navigation) 

Headquarters-—Nottingham 


Eastern Area 


Sharpness & Gloucester Ship Canal 

Sharpness Docks 

Gloucester Docks 

Severn Navigation 

Worcestershire & Birmingham Canal 

Staffordshire & Worcestershire Canal 

Birmingham Canal Navigations 

Stourbridge Canal 

Gloucester & Hereford Canal 

Area Waterways Manager—Mr. A. C. Lisle (Sharpness Docks and Gloucester 
& Birmingham Navigation Company) 

Headquarters—Gloucester. 


Western Area 


Grand Union Canal 

Oxford Canal 

Coventry Canal 

Area Waterways Manager—Mr. C. Saywood (Grand Union Canal Company) 
Headquarters—London. 


Southern Area 


In accordance with the provisions of Section 118 of the 
Transport Act, the Lee Navigation will be administered by 
the Lee Catchment Board as agent for the Executive, until a 
day to be appointed. 
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The Commission has requested the Executive to give special 
attention to measures to increase the carriage of coal and 
other freights by the canals, and every possible step will be 
taken to pool resources, e.g., water supplies and special ap- 
pliances, such as dredging equipment and ice-breakers, to enable 
traffic to be carried without interruption. In 1946, the ton- 
nage originating on the inland waterways was 10,397,848 tons 
made nan of: 

Coal, coke, and patent fuel a 
Liquids in bulk ... a =. 1,540,357 _,, 
All other commodities ‘ F 3,691,387 ,, 

Even during the war, when every effort was made to transfer 
tonnage to the canals for the relief of the railways, the tonnage 
was only some 12,000.000. 

The total personnel employed by the inland waterway under- 


takings on January 1, 1947, amounted to 4,22 


5,166,104 tons 


* * * * 


The Challenge to Steam 
IESEL engines. oil-fired internal-combustion turbines, and 
pulverised-fuel turbines are all challenging the former 
supremacy of the steam locomotive, and the claims of each 
new rival are apt, at times, to appear to be somewhat con- 
flicting. Locomotive engineers, therefore, owe a debt of grati- 
tude to Mr. Julian S. Tritton for the stimulating presidential 
address wh-ch he delivered before the Institution of Locomo- 
tive Engineers in London on December 17. The printed ver- 
sion will be eagerly awaited, for without it, it is difficult to 
assimilate the wealth of statistical information presented as 
tables, diagrams, and graphs by means of lantern slides during 
the address. The two main sections of this extremely valuable 
review are devoted to d-esel-electric and gas turbine locomotives 
respectively. 

To provide up-to-the-minute comparisons, Mr. Tritton made 
use of a great deal of information painstakingly gathered dur- 
ing h.s recent American tour. The rapidity with which diesel 
traction has spread in the U.S.A. is astonishing; and the stage 
has long since been reached when locomotive builders began 
to adopt mass-production methods. That is a vitally import- 
ant po.nt; it is no longer possible to level a charge at the diesel 
on the grounds that its capital cost is three times that of an 
equivalent steam locomotive. At present, the ratio of costs is 
more like 1-6/1. That is not all, for another great boon placed 
n the hands of the user by the American locomotive builder is 
the standardisation of sizes of diesel locomotives, which are now 
produced in 1.000, 1.500, and 2,000 h.p. units capable of being 
coupled to give any combination of speed and tractive effort 
requ.red in one locomotive. 

Steam and diesel comparisons were made, in this address, 
strictly on econom'c bases. performance (subdivided into 
rating, efficiency, and availability), and costs (capital and main- 
tenance) being the chief headings. Mr. Tritton referred 
throughout to diesel-electric locomotives; no other form of 
transmission was mentioned, no doubt because of the almost 
universal preference for electric drive in America. 

The picture of gas:turbine developments in connection with 
rail traction was admirably presented. Attempts to raise cycle 
efficiency merely by increasing the gas temperature at the tur- 
bine inlet are subject to great limitations unt.l fresh metallur- 
gical advances can be made in regard to blade material. How- 
ever, at 1,000° F. at the turbine inlet, a cycle efficiency of 
15-18 per cent. is realised. In the case of the Brown, Boveri 
locomotive on order for the G.W.R., the turb:ne is expected 
to develop about 10,300 h.p., the compressor absorbing about 
7,800 h.p. and leaving the balance of 2.500 h.p. available for 
transmiss.on to the generator set. Mr. Tritton also mentioned 
the Metropolitan-Vickers gas-turb:ne mixed-traffic locomotive, 
estimated to develop a continuous tractive effort of 30,000 Ib. 
This locomotive is being designed to use low-grade fuel oil; 
and the makers confidently feel they have surmounted the 
troubles experienced in other countries with corrosion or de- 
posts on the turbine blading when usimg such fuel. This in 
itself will be a worth-while British achievement. 

Coal-burning gas turbines since 1945 have been a subject 
for intens:ve research in the U.S.A.; and a remarkably com- 
plete tentative design has been prepared. Since coal is Britain's 
natural fuel, whilst fuel oil has to be imported, the coal-burn- 
ing gas turbine is here in many ways of even greater im- 
port as a potential rival to steam power. The tender of such 
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a locomotive is, however, necessarily complicated and costly, 
since in it the raw coal must be crushed, pulverised, and dried, 
after which it must be atomised to the requisite fineness for rapid 
combustion. 
great significance, as it has led to the jettisoning of the theory, 
held till recently, that the necessary fineness could be obtained 
by “ exploding ” the particles of coal by passing them through 
a nozzle. It is now known that the atomisation occurring in 
the nozzle is due to impact on the nozzle walls, not to the sud- 
den reduction of pressure. This realisation led to the placing 
of a “target” of Stellite in the air stream, so as to increase 
the effect:veness of the impact and hence the completeness of 
the atomisation, Conditions are, however, so severe that 
even the Stellite erodes and a new material for the target is 
being sought. 

With many other developmental problems, in addition to 
atomisation technique, it may be asked why the idea of a gas- 
turbine locomotive should be pursued when it will only yield 
an efficiency of, say, 17 per cent. against the diesel-electric 27 
per cent. The reason is undoubtedly contained in the fact that 
in the U.S.A., at present prices, a gas-turbine locomotive will 
develop a given power at the rails for about three-quarters of 
the fuel cost of a diesel-electric and one-third of that of a 
steam locomotive. Furthermore, there are promising signs that 
it may be possible to use the cheapest grades of coal, and even 
lignite. as locomotive fuel. 


* * * * 


Indo-Pakistan Partition of Railways 


HE Dominion Governments of India and Pakistan have 
now agreed to implement the recommendations of the 
Boundary Commission set up to delimit their mutual borders, 
and the partition of the railways in the Peninsula has been 
completed to accord with the Dominion boundaries. Two 
maps showing the Government Railway systems (a) in Western 
Pakistan and Eastern Punjab (India), and (6) in Bengal, Eastern 
Bengal, and Assam, as finally delineated, will be found else- 
where in this issue. Prior to the Partition of India we pub- 
lished a map—in our issue of August 8, 1947—corresponding 
to map (a), but based on the N.W.R. partition as then adopted 
provisionally. It will be noticed that map (4) gives the Batala- 
Pathankot, and longer lengths of the Verka-Deva Baba Nanak 
(near Jessar) and Kasur-Amritsar sections to India, at the 
expense of Pakistan, as compared with the original map. 
Otherwise that map and map (a) are closely in agreement. 
There has been no previous indication of the boundaries of 
the new Eastern Bengal Railway or of the Assam Railway, so 
that map (5) is, perhaps, the more interesting, especially as the 
delimitation is much more complicated, as explained in the 
article accompanying the maps. 

The lengths to which the Hindus and Moslems will go, as 
a result of their mutual mistrust, is shown by their claims to 
isolated and often short sections of line, claims now met by 
the partition shown on the maps. Such lines can only be 
worked uneconomically, and even the granting of running 
powers is a far from satisfactory solution of the problem. 
However, what appears to be the acme of perversity is the 
intention to connect the Oudh & Tirhut system with the new 
isolated Assam Railway—both in India—by means of a new 
and meandering chain of metre-gauge rail links via Siliguri. 
This new route would provide an all-Indian connection from 
Calcutta to Assam, but it would admittedly be 200 miles longer 
than by the natural and direct all-rail Eastern Bengal Railway 
in Pakistan, and even longer than by the various rail-cum- 
steamer routes via Goalundo or via Sirajgunj and the E.B.R. 
broad-gauge main line. 

Furthermore, even these direct rail and rail-steamer routes 
are subject to acute competition from the all-steamer lines via 
the Sundarbans. These lines are served by large river steamers 
towing “ flats ” or big barges, running regularly from Calcutta 
eastwards through a network of waterways connecting the many 
mouths of the Ganges, and known as the Sundarbans, via 
Barisal, and thence up the Padma and the Brahmaputra or 
Meghna river into the heart of Assam. All classes of traffic 
are, therefore, already effectively catered for, and any such 
scheme as is now seriously proposed for another, much longer, 
and mainly metre-gauge route, would seem to be impractic- 
able, were it not put forward in India today. 


The research carried out on coal atomisation is of ° 
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Locomotive Frames 


ONSIDERING that the frames are the essential skeleton 
on which the whole locomotive structure is built up, it is 
rather surprising how little published work is available on this 
extremely important subject. However, the valuable paper by 
Mr. E. S. Cox and Dr. F. C. Johansen, presented to the Insti- 
tution of Locomotive Engineers at its meeting in London on 
November 12, wili do much to fill the gap, and will prove a 
most useful reference both as regards the theoretical as 
well as the practical aspects of the subject. 

The authors did not disguise the fact that the chief stimulus 
to the developments which they describe was a serious increase 
in the number of cracked frames on the L.M.S.R., which com- 
menced soon after the beginning of the war in 1939. This was 
particularly regrettable at a time of the most urgent demand 
for locomotive power. Moreover, because of the general 
speeding-up of locomotive repair shop methods from 1926 
onwards, an engine was normally expected to need only a few 
days for a general overhaul; if, however, a cracked frame were 
discovered, the time out of service could easily be doubled. 

A survey of numerous different classes of L.M.S.R. loco- 
motives yielded some especially baffling results in regard to 
frame cracking. The most exemplary engines were the ex- 
Caledonian 4-6-0s (the former “60” class) and 0-6-0s; other 
good types were the Horwich 2-6-0s and the Midland compound 
4-4-0s. The 4-6-0 Royal Scots were classed as bad. 

No one is likely to dispute the authors’ conclusion that the 
rise in the number of cracked frames after 1939 was due to the 
increased average value of piston thrust under wartime condi- 
tions, or with their remark that certain features of recent 
designs, especially for large machines, tended to promote this 
defect. These features were the introduction of higher piston 
loads and the use of larger axleboxes; the latter caused the 
amount of axiebox offset to be increased. Weight limitations, 
too, prevented increase in frame thickness. When, however, 
they stated that the average crack-free life of new frames 
was 5-7 years, they were on more debatable ground. as the 
discussion clearly showed examples of plate frames lasting fifty 
years being quoted. 

ln their attack on the problem, however, the methods used 
by the authors command the closest attention. First, the chief 
features of frame design were examined—plate thickness, plate 
stiffness, hornstays, cross-stays, horn-blocks, and horn-guides. 
One of the most important findings here was the superiority of 
the “ Horwich” hornstay over the “clip-up ” hornstay; in the 
former the frame plates are extended below the horn gaps and 
the stay is fitted on to these extensions instead of on to the 
horn-blocks. The clip-up stay soon loses its original tightness 
in service, and analysis shows that even when the stay is 
slack to the extent of only 0-035 in., at each end. and the nuts 
are only nipped instead of being tight (“a condition not un- 
known in service,” as the authors say), the frame plate is 
stressed to almost as great an extent as if no stay were fitted 
at all. It is of interest here to note that Mr. C. W. Clarke, 
whose paner on “ Locomotive Horn-blocks” to the same Insti- 
tution in 1939 is included in the authors’ bibliography, has 
paid tribute to the effectiveness of a design used in India 
embodying two.separate hornstays for each axlebox—one being 
of the clip-up type spanning the under-surfaces of the horn- 
‘locks and the other being of the “ Horwich ” type. 

Having completed their survey of recorded cracks, the authors 
then devised testing apparatus to measure the deflections 
occurring in an actual! piece of frame plate when known loads 
were applied at predetermined points. Two series of tests 
were carried out; the first was aimed at assessing the effects 
of piston loads and the second at measurement of the effects 
of offset loading caused by the centres of the hornblock surfaces 
being out of line with the centre lines of the frame plates. 
The apparatus was designed to permit either tensile or compres- 
sive forces to be applied either to the remote end of the plate, 
in the plane of the plate; or to the axlebox guide, either in the 
plane of the plate or offset to be in line with the centre of the 
journal. 

This test apparatus, useful though it was, gave only qualita- 
tive indications of the loading effects. A new line of attack 
was therefore followed, using the “relaxation” technique de- 
veloped by Professor R. V. Southwell. The method involves 
laborious calculations when applied to so complicated a system 
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s the assembly of frames and cross-stretches of a locomotive, 

so for the present the stresses have been worked out only for 
one design, namely, the two-cylinder class “5” 4-6-0 standard 
mixed-traffic engine. A sort of contour map showing lines of 
equal stress was eventually obtained and formed a most valu- 
able guide to all the severely stressed areas, especially those 
around the horn gaps. 

In addition, to act as a check on the foregoing and to obviate 
placing reliance on certain assumptions regarding bolted or 
riveted connections, a reduced-scale model of part of a frame 
assembly was subjected to certain predetermined loads. The 
line of action of these was calculated from considerations of 
dynamical similarity; and by means of small mirrors fixed to 
the model, deflections can be measured by sighting the move- 
ment of a reflected beam of light through a telescope. 

The authors’ application of the Southwellian technique to 
frame stress analysis shows considerable enterprise and is of 
the greatest technical interest. Nevertheless it cannot (as they 
point out) be used to design a frame from certain data; it can 
be applied only to a frame already designed. To arrive at the 
most satisfactory shape of frame for a particular locomotive 
by relaxation methods a conventional arrangement would have 
to be assumed and, by a trial-and-error process, successive new 
“contour maps” would have to be plotted until the most 
uniform stress distribution was obtained. Inevitably this would 
be a very lengthy business. 

The investigation also showed generally that, in addition to 
the influence of hornstay tightness already mentioned, the offset 
axlebox load definitely increases frame stresses, whilst the 
predominant importance of piston thrust loads over all other 
forces acting on the frames was confirmed. 

The general effect of the research on design is that all new 
locomotives, and those having new or partial frame renewals, 
are to be fitted with “ Horwich ” hornstays; and where clip-up 
stays continue in use, the depth of mating surfaces between 
guide and stay is to be increased, and bolts are to replace studs. 
Pin-jointed cross-stays are found necessary to prevent closing- 
in of the bottom edges of the frames on large and powerful 
engines. ‘ Horse-shoe” hornblocks tend to reduce frame frac- 
tures, and will be used for driving axles (and sometimes the 
leading axles, too) of new engines, separate horn-guides being 
retained on the remaining wheels. Diagonal stays spanning the 
frame-plates help to reduce racking stresses and loads due to 
curving forces. 

Bar frames were considered as an alternative to plate frames, 
but they introduce difficulties where multi-cylinder engines have 
to be designed within the British loading gauge, and, from one 
of the author’s recent observations in the U.S.A., are almost 
as prone to cracking as plate frames. The cast-steel locomo- 
tive bed is an alternative, but is expensive and probably would 
have to be made and machined (and repaired) at the steelmaker’s 
works instead of in railway shops. The greater weight is also 
an objection. Its advantages are obvious, however, although 
its application to locomotives of the size built in this couniry 
was debated with some vigour. 


* * * * 


Railway Centenaries of 1948 


NE hundred years ago the railway situation, as indeed that 

of the whole country, was overshadowed by financial and 
economic collapse, occasioned in part by the great Railway 
Mania and in part by widespread food shortage. The Railway 
Mania was over, and the actual new mileage sanctioned in 
1848 was 3734 (decreased by 344 miles of abandonments and 
5} miles of deviations to 3334 net) of which 3154 miles was on 
account of Bills suspended from the Session of 1847. With 
new openings, of which the principal ones are listed in our 
“Scrap Heap ” column, the railway mileage of the country was 
increased by no fewer than 1,253 route miles, representing to 
a very large extent the practical result of the Railway Mania 
period. Early in the year railway communication was com- 
pleted between London and Edinburgh and Glasgow, and later 
in the year Perth and Dundee were linked with the main rail- 
way system. Another noteworthy opening was the Chester & 
Holyhead Railway, enormously improving the Irish mail route. 
There can be no question which of the personal centenaries 
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to be commemorated during 1948 claims pride of place from a 
railway standpoint. On August 12, 1848, George Stephenson 
died. Much will doubtless be written during the year on the 
“Father of the Railway,” who constructed his first locomo- 
tive at Killingworth Colliery in 1814, and became famous when 
the Stockton & Darlington Railway was opened in 1825. His 
career reached its height when the Rocket made history at the 
Rainhill trials of the Liverpool & Manchester Railway in 1829. 
Of the many stories that may be recalled of Stephenson, per- 
haps the most typical is that of his reply to the proprietors of 
the Manchester & Leeds line when they contemplated using 
someone else’s engine. “ Hang one of *s engines on to one 
of mine, back to back. Then let them go at it; and which- 
ever walks away with the other, that’s the engine.” 

Another celebrity who died in the same year as Stephenson 
—on October 15—has missed the fame of the mighty George. 
Yet Thomas Gray earned the title of “ The Railway Pioneer,” 
and he was far in advance of his time as one of the first of 
the “planners.” He devoted his life to the advocacy of a 
comprehensive steam railway system over the entire country 
instead of the “labour of section and degree” which railway 
develspment became. But, so little did his bold scheme for a 
“general iron road” find favour, that he died in obscurity and 
poverty. His famous work Observations on a General Iron 
Railway, published in 1820, will perpetuate his name. 

The centenary, on September 21, of the death of Lord George 
Bentinck, recalls one of the most famous of “ Turfites,” who 
was also a notable politician as the leader of the Protectionist 
Party. As a method of assisting the Irish during the famine 
of 1846/7, he had proposed the construction of railways in 
that country by Government loan, but the Administration of 
the day opposed the scheme on the grounds that “ the employ- 
ment of public money on so vast a scale would have checked 
private enterprise.” In the same month as Bentinck there died 
an ex-railway clerk who was a brilliant though erratic member 
ef a well-known family—Branwell Bronté. He had been a 
clerk on the Manchester & Leeds Railway, first at Sowerby 
Bridge, and then at Luddenden Foot, but had been dismissed 
“for culpable negligence in his accounts and the defalcations 
of a subordinate.” 

An interesting landmark in railway history is the fact that 
it was in 1848 that Queen Victoria appears finally to have 
become a convert to what was still an immature though rapidly 
growing industry. The Queen paid her first visit to Balmoral 
in September, and went by boat from Woclwich to Aberdeen. 
Owing to bad weather, however, she decided to return by rail- 
way, travelling from Perth to London via Crewe, and the result 
was that all her subsequent visits to Scotland were by rail. A 
well-known print of 1848 shows a notable event of March, 
namely, the arrival at New Cross Station of a couple who had 
landed at Newhaven from France as “Mr. & Mrs. Smith,” 
having travelled under that cognomen because a revolution had 
made it advisable not only that they should decamp quickly, 
but that they should travel incognito. For Mr. and Mrs. Smith 
were Louis Philippe, the last King of France, and his Queen. 
Palmerston, who was then Foreign Secretary, wrote to Queen 
Victoria on March 3 that Louis “ would rather find his own 
way from the railway station at London Bridge than attract 
attention by being met at the station by any of your Majesty’s 
carriages.” Incidentally, the revolt in France was followed by 
a demand from a Commission appointed by the new Republican 
government that British workmen should be expelled from 
* French railways and other manufacturing establishments.” 

Ireland was in the throes of the terrible potato famine, and, 
as a precedent for 1948, American relief ships were bringing 
supplies across the Atlantic for this starving corner of Europe, 
while United States railway companies carried free of charge 
all packages labelled “Ireland.” As against these exports, 
America received two notable “imports” that year. One was 
young Andrew Carnegie, emigrating from Scotland to lay the 
foundation of his enormous fortune in the service of the Penn- 
sylvania Railroad Company; and the other was the eminent 
Swedish engineer, John Ericsson, whose Novelty locomotive 
had competed unsuccessfully with Stephenson’s Rocket. Dis- 
gruntled with the Old World, he went to seek fortune in the 
New. 

William Henry Smith opened the first of the firm’s chain of 
railway bookstalls, at Euston, on November 1. Joseph Firbank, 
one of the most famous of railway contrsstors, was engaged on 
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the Rugby and Stamford branch of the London & North 
Western Railway a century ago, but was acutely embarrassed 
financially by the bankruptcy of the former contractor. (Sir) 
Thomas Bouch, subsequently engineer of the ill-fated Tay 
Bridge, resigned his post as resident engineer of the Stockton 
& Darlington Railway; and Samuel Laing became Chairman 
of the London, Brighton & South Coast Railway for the first 
lime. Henry Bocth, who had co-operated with Stephenson in 
the construction of the Rocket, and introduced the multitubular 
boiler, became in 1848 a Director of the London & North 
Western Railway Company. 

It was in 1848 that the famous Dalhousie régime began in 
India, and an early result was the planning of the railway 
system of that country. Another political event of the year 
was that John Ellis, who became Chairman of the Midland 
Railway in the following year, was returned unopposed at a 
by-election at Leicester. Charles Austin retired with a large 
fortune acquired by his representation of the promotors of 
railway schemes (in his capacity as a Paliamentary lawyer); 
and Sir Danie! Gooch reported to the Institution of Civil Engi- 
neers regarding his experiments on atmospheric resistance of 
trains. 

The year was one of acute anxiety to the most distinguished 
of the early railway promotors, George Hudson, the * Railway 
King,” became pethaps the most unpopular man in the coun- 


LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


New Central Line Train Services 


“The Annexe, 26, Palace Road, 
Streatham Hill, 
London, S.W.2. December 19 
To THE Epiror OF THE RAILWAY GAZETTE 
Sir,—You refer in your December 19 issue, to the Central 
Line services on the Essex extensions as having a frequency 
of 16 trains an hour on the Newbury Park and Woodford 
sections. In actual fact, this applies only between 8 and 9 a.m., 
and in the evening peak. If you have noticed the timetable 
posters at the stations, you will see that 19 trains per hour 
run from Newbury Park and 11 from Woodford between 7 and 
8 a.m., due no doubt to the workmen’s traffic being heavier 
on the one route. There is a frequency on the Newbury Park 
line of 2 min. in many instances, and nearly double the number 
of trains which are run on the Woodford section during this 
period. 
Yours faithfully, 
W. A. SHEPHERD 


Scottish Railways and ‘‘ Grouping ” 


61, Rupert Street, Glasgow, C.4. 


December 17, 1947. 
TO THE EDITOR OF THE RAILWAY GAZETTE 
Sir,—With reference to the reply by Mr. H. A. Watson 


{see our December 12, 1947, issue-—Epb., R.G.] to my letter 
in your December 5, 1947, issue, there does not appear to be 
any reason at all why the Scottish railways were unable to 
carry on by themselves, and, as pointed out in Mr. R. E. 
Muirhead’s letter to The Scotsman, apparently the General 
Manager of the Caledonian Railway was of the same opinion. 

Regarding the haulage of the East Coast trains by the North 
British engines, I can hardly agree that their engines were not 
strong enough for the loads, and that double-heading had to 
be resorted to on this account. 

The real reason was that the North British guaranteed that 
all trains, despite the Berwick stop for changing engines, would 
arrive at Edinburgh or Newcastle as before, and the second 
engine was in the nature of a standby. 

A reference to the dimensions of contemporary English 
locomotives would show Mr. Watson that the Holmes “ 633” 


and “592” class 4-4-0s used on these trains were of con- 
siderably greater capacity than the majority south of the 
Border. The late C. Rous-Martin recorded one occasion 


when, with a load of 170 tons, the 574 miles from Berwick to 
Edinburgh, including a 15-m.p.h. slack at Dunbar, were covered 
in 57 min. 49 sec.; and on another, with 168 tons, in 57 min. 
21 sec. On the up journey, with 213 tons, Berwick was reached 
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try when the shares of the leading companies in which he was 
concerned slumped rapidly. During the spring there were 
several stormy meetings, and Hudson resigned his chairman- 
ship of the Eastern Counties, the Midland, the York, New- 
castle & Berwick, and the York & North Midland Railway 
Companies. On May 17 he attempted the difficult task of 
making a personal explanation in Parliament, but was heard in 
ominous silence. The once popular “ Railway King” had 
become in public estimation the “big swollen gambler” of 
Carlyle’s caustic description. 

A survey of centenaries of railway interest may conclude 
fittingly with a note of some of the celebrities born in 1848, 
who will be remembered readily by a modern generation. 
Arthur James Balfour, Ist Earl of Balfour (July 25) was respon- 
sible, as Chief Secretary for Ireland, for the Light Railways 
Act of 1889; Sir Edward Boyle (September 6) was a famous 
lawyer, and the author of Railway and Canal Traffic; John 
Gorell Barnes, Ist Baron Gorell (May 16), a notable judge, 
was arbitrator in 1909 in a dispute between the Great Eastern 
and its employees; Edward Harriman (February 25) was one 
of the best known of American railway financiers, and in 1898 
bought and extended the Union Pacific line; and Archibald 
Ross Colquhoun (March) explored Southern China to survey 
: route for linking India with China, and opening up Siam and 
Central Indo-China by railway 


in 58 min. 49 sec, from Edinburgh; all worked by the * 633” 
class 4-4-0. 

It may also be pointed out that the dining car trains, which 
were allowed more time, being heavier, were worked by one 
engine only, and once the run from Edinburgh to Berwick, 
with 230 tons, was done in 63 min. 37 sec. with a maximum 
of 82:4 m.p.h.; and by one of the later “729” class, with 240 


tons, in 61 min. 40 sec., despite a loss of 14 min. due to 
signals. 
Surely Mr. Watson is wrong in giving George Bradley 


Wieland as General Manager; this gentleman was chairman of 
the directors, Mr. W. F. Jackson succeeding Mr, Conacher 
as General Manager. 
Yours faithfully, 
MONTAGUE SMITH 


State Organisation of Railways 


18, Wheatsheaf Close, 
Woking, 
Surrey. December 2 
To THE EpiroR OF THE RAILWAY GAZETTE 

Sir,—-The decision of the British [ransport Commission to 
abandon the names of the four main lines is to be regretted, 
and it seems possible that they might have missed the main 
advantages to be gained out of retaining the names as recently 
advocated by The Railway Gazette. 

In particular I cannot agree that the passing of the railways’ 
names is something that will be regretted only by a few railway 
amateurs. I see it has been suggested further that similar 
arguments were raised in 1922, but were soon forgotten about. 
| think the parallel between 1923 and 1948 a slight one, because 
in 1923 the old names were at least replaced by similar names 
and not abandoned altogether. The point I made in a pre- 
vious letter still holds good, for I believe the names will not 
fall out of use because, can it be imagined that passengers, 
staff, or tourists’ agents will talk about “ the 10.30 a.m. Western 
Region train to Plymouth”? Of course they won’t! Neither 
will newspapers carry headlines about “Delay on North 
Eastern Region due to fog’—readers won’t know until they 
have read the text which Board has been delayed, Coal, Elec- 
tricity or Railway! Thus, since the names will not drop out 
of use, why not use them officially? 

All this is, of course, quite apart from the fact that the move 
will help kill off the last remains of the competitive spirit. 

There is, then, the lesser point of the monotony of the pros- 
pect of having all the locomotives and rolling stock the same 
colour, with perhaps only the private enterprise Pullman Car 
Company to add a splash of life! 

It can be presumed only that further breaks with tradition 
and touches of austerity will follow. No doubt the station- 
master at Euston will lose his top hat as being undemocratic 
and unlikely to foster goodwill among the workers. 

Yours faithfully, 
J. B. LATHAM 
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The Scrap Heap 


Some Railway Centenaries of 1948 

January 5, Ripon to Thirsk opened for 
goods only (103 miles); for passenger 
traffic, May 31. Leeds & Thirsk Railway. 

February 1, Friockheim Junction to 
Montrose opened (124 miles). Aberdeen 
Railway. 

February 14, Three Bridges to Horsham 
opened (83 miles). London Brighton & 
South Coast Railway. 


February 14, Weybridge to Chertsey 
opened (3 miles). London & South 
Western Railway. 

February 15, Beattock to Edinburgh 
opened (614 miles). Caledonian Railway. 

February 15, Carstairs to Garriongill 


Junction opened (114 miles). Caledonian 
Railway. This completed rail communica- 
tion between London and Glasgow. 

March 1, Grimsby to New Holland 
opened (164 miles). Manchester, Sheffield 
& Lincolnshire Railway. 

March 1, Grimsby to Louth opened (14 
miles). East Lincolnshire Railway. 

March 1, St. Ives to March opened (19 
miles). Eastern Counties Railway. 

March 1, Stirling to Greenhill Upper 
Junction (Edinburgh & Glasgow Railway) 
opened (124 miles). Scottish Central 
Railway. 

March 1, Portadown to Armagh opened 
(104 miles). Ulster Railway. 

March 13, Ballybrophy to Thurles 
opened (193 miles). Great Southern & 
Western Railway. 

March 20, Melton Mowbray to Stam- 
ford opened for goods only (25 miles); 
for passenger traffic, May 1. Midland 
Railway. 

April 1, 
(273 miles). 
Railway. 

April 3, 


Wakefield to 
Lancashire & 


Goole opened 
Yorkshire 


Chesterford to Newmarket 
opened (163 miles). Newmarket Railway. 

April 11, Belfast to Ballymena (335 
miles) and Carrickfergus Branch (3 miles) 


opened. Belfast & Ballymena Railway. 

April 17, Stoke to Norton Bridge 
opened (103 miles). North Staffordshire 
Railway. 

May 1, Saltney Junction to Bangor 
opened (57$ miles). Chester & Holyhead 
Railway. 

May 5, Totnes to Laira (Plymouth) 
opened (214 miles). South Devon Railway. 

May 8, Hull Paragon Station and 


branches opened (44 miles). York & North 
Midland Railway. 

May 9, Limerick to Tipperary opened 
(24} miles). Waterford & Limerick Rail 
way. 

May 17, Cupar to Ferryport-on-Craig 
opened (114 miles). Edinburgh & Northern 
Railway. 

May 23, Stirling to Perth opened (33 
miles). Scottish Central Railway. 

May 29, Leighton Buzzard to Dunstable 
opened (63 miles). Dunstable & L. & B. 
Railway. 

June 6, Knottingley to Shaftholme 
Junction opened (104 miles). Lancashire & 
Yorkshire Railway. 

June 7, Shaftholme Junction to Stock 
bridge (Arksey) opened (24 miles). Great 
Northern Railway. 

July 3, Thurles to 
opened (204 miles). 
Western Railway. 

July 11, Nine Elms to Waterloo opened 
(1; miles). London & South Western 
Railway. 

July 24, Waterloo to Southport opened 
(134 miles). Liverpool, Crosby & South- 
port Railway. 

July 24, Carlow to Bagenalstown opened 


Limerick Junction 
Great Southern & 
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(10 miles). Irish South Eastern Railway. 

July 31, Thornhill Junction to Leeds 
(Central) formally opened (104 miles). 
Opened for passengers, September (18. 
Leeds, Dewsbury & Manchester Railway. 

August 1, Llanfair to Holyhead opened 
(214 miles). Chester and Holyhead Rail- 


way. 
August 2, Belfast to Hollywood opened 
(44 miles). Belfast & County Down Rail- 
way. 
August 2, Perth to Forfar opened (324 
miles). Scottish Midland Junction Rail- 
way. 


August 7, Stoke Junction to Uttoxeter 


opened (164 miles). North Staffordshire 
Railway. 

August 22, Richmond to  Datchet 
opened (14 miles). Windsor, Staines & 


S.W. Railway. 

August 23, Gretna to Dumfries opened 
(241 miles). Glasgow, Dumfries & Carlisle 
Railway. 

August 29, Newcastle, High Level tem 
porary bridge, and Gateshead to Manors 
opened (14 miles). York, Newcastle & 
Berwick Railway. 

October 2. Maldon to Braintree opened 
(12 miles). Eastern Counties Railway. 

October 2, Skipton to Colne opened (114 
miles). Midland (Leeds & Bradtord) Rail- 
way. 

October 9, Stoke to Crewe and Congle- 
ton opened (203 miles). North Stafford- 
shire Railway. 

October 10: Tweedmouth temporary via 
duct opened {1 mile). York, Newcastle & 
Berwick Railway. 

October 14, 
opened (254 miles). 
Railway. 

October 17, Werrington Junction to 
Boston and Lincoln opened (59 miles). 
Great Northern Railway. 

November 1, Southcote 
Basingstoke opened (134 
Western Railway. 


Ruabon to Shrewsbury 
Shrewsbury & Chester 


Junction to 
miles). Great 


* * * 


L.M.S.R. MEN IN LOCAL GOVERNMENI 

Eight L.M.S.R. employees are now 
officiating as mayors of English boroughs, 
or as Provosts of Scottish burghs. They 
are :— 

Mayors 

Mr. J. J. Jones (Commercial Represen 
tative, Burton-on-Trent); Mayor of 
Burton-on-Trent. 


Mr. F. Dyson (Goods Agent, Mickle 
hurst): Mayor of Mossley, Lancs. 
Mr. C. Holt (Clerk, Manchester): 


Mayor of Heywood, Lancs. 

Mr. W. G. Comley (Signalman, Stocking- 
ford): Mayer of Nuneaton, Warwick- 
shire (re-elected). 

Mr. R. Jones (Stationmaster, Llandudno 
Junction): Mayor of Conway, Caernarvon. 

Mr. A. Hardman (Motorman, Bury): 
Mayor of Bury, Lancs. 


Provosts 
Mr. W. Duncan (Signalman, Beattock): 
Provost of Moffat, Dumfries. 
Mr. R. Robertson (Clerk, 
Provost of Galston, Ayr. 


* * © 
FAIR PLAY FOR STATE RAILWAYS 


If there is one thing more than another 
upon which public opinion generally is 
incurably biased, it is the matter of 
charges made by a publ'c utility, particu- 
larly if it is operated by the Government. 

In all private business we accept with 
more or less equanimity the fact that in- 
creased costs of material or labour must 
‘nevitably result in higher charges for the 
products affected. But with sublime in- 
difference to economic fundamentals the 


Galston): 


¥ 


average citizen resents the application of 
such a logical sequence of events to the 
operat.on of railways——From the report 
of the Commissioner for Railways, 
Queensland, for the year ended June 30, 
1947. 

* * + 

THE Last RESORT 

Things became so bad that, in 1870, 

Balakirev had to take a job as a railway 
official—From a B.B.C. Home Service talk 
on the Russian composer, Balakirev. 

~ * «x 


100 YEARS AGO 


From THE RAILWAY TIMES, Jan. 1, 1348 


We have frequently had to notice the inade- 
quacy of the punishment awarded to offenders 
against the public safety in respect of railways, 
but we never felt it so strongly our duty to 
raise remonstrance against this crying evil as 
on the present occasion. The report of the 
conduct of the two men, Hatfield and Clegg, 
the former an engine-driver, the latter a stoker 
in the employ of the North Western Railway 
Company, is in every one’s hands, but we 
think it necessary, in support of our views of 
the utter disproportion between the offence and 
its punishment, to recapitulate the facts. It 
appears that the prisoners had charge of the 
night mail train from Liverpool to London on 
Saturday. The number of carriages and pas- 
sengers was not stated, but the pointsmen at 
the Warrington Junction, being at his post 
waiting for the train, was surprised to hear it 
coming at a very rapid rate. He had been 
preparing to turn the points, in order to shunt 
the train on to the Warrington Junction ; but 
as the train did not diminish in speed, but 
rather increased as it approached, he, antici- 
pating great danger if he should turn the 
points, determined on the instant upon letting 
the train take iis course, and not turning them. 
Meantime, the train continued its frightful 
progress ; but’ the mail guard seated at the 
end of the train, perceiving that it was going 
on towards Manchester instead of staying at 
the junction, signalled to the engine-driver and 
fireman, but without effect. Finding no notice 
taken of the signal, he, at very considerable 
risk, passed over from carriage to carriage, till 
he reached the engine, where he found both 
the prisoners /ying drunk, and insensible, from 
the effects of liquor. They resisted for some 
time all his efforts to stop the train, and he 
was unable to bring them to a sense of their 
duty and their peril until they were near to. 
Patricoft. At length, however, he succeeded 
in stopping the train just before it reached 

‘ that station, a distance of fourteen miles from 
Warrington. 

Now nothing can be more appalling than 
this state of things. We cannot always rely 
upon such intelligeuce and sound judgment in 
pointsmen as we have to praise on this occa- 
sion, or on such intrepidity and vigilance of the 
guards as we have just recorded. But we may 
apprehend that when a man finds his chief 
ground of defence in the necessity of using 
stimulants (CLEGG stated that before he started 
for Liverpool he had taken three glasses of 
spirits and water, but that he went into the 
office before the train started, and did not feel 
any effects from what he had drunk till after 
the train started, when he supposed it was the 
keen air, coupled with his having been up all the 
previous night, which caused him to fall asleep) 
—to obviate such depression as his duties may 
induce, there is an end of all hope of secu- 
rity, and we might reasonably expect a 
somewhat more stringent sentence than a fine 
of 10/. or two months hard labour, to which 
latter penalty the Manchester magistrates 
thought they found sufficient reason for in- 
clining, because “some negligence had been 
exhibited at the offices in Liverpool, or the 
man would not have been allowed to have left 
them in such a state of intoxication.” 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


SOUTH AFRICA 


Traffic to Rhodesia 

By making special efforts to reduce the 
number of S.A:R. wagons on their system, 
the Rhodesia Railways are helping the 
S.A.R. to a considerable degree. At one 
time more than 3,000 South African 
wagons were on the Rhodesian system. 
This number was reduced to 2,423 in 
August, and to 2,110 in October. Recently 
the Rhodesia Railways placed an additional 
engine at Mafeking to improve the clear- 
ance of traffic between Mafeking and Bula- 
wayo. This section is worked with Rho- 
desia Railways engines, but the South 
African Railways have made a number of 
engines available in order to relieve con- 
gestion. 

Railway Museum 

A railway museum is being established 
at the Railway Training Institute at Esselen 
Park, Transvaal (see The _ Railway 
Gazette of November 7), and railway 
relics from all parts of the Union will 
be preserved there. Mr. J. Bennett, a 
member of the South African Museums 
Association, is the curator. Mr. Bennett 
is a retired railway servant, who for 
many years has been keenly interested 
in securing objects of historical interest 
relating to the South African Railways. 
Many of the numerous rel.cs already 
collected date back to the earliest days 
of the first railways operated in the 
Cape and Natal colonies, long before 
Union. 

Although the collection is housed at 
present in temporary buildings, it is the 
intention of the administration to build an 
imposing museum when the training col- 
lege itself is completed. 


RHODESIA 


Railway Resources Stretched 
The resources of the Rhodesia Railways 
have never been so stretched as they are 
now. The tonnage landed ai Beira during 
1946 was nearly 30 per cent. above the 
1938-39 figure, and general traffic on the 
railways has increased by 39 per cent. over 


1938. In 1939, livestock vehicle-miles 
totalled 1,400,000; in 1946 they were 
2,000,000; and during 1947 they were 


3,500,000. During the past few months 
the railways have had to undertake a great 
amount of drought relief traffic. 


Equipment and Staff 

When the Southern Rhodesia Govern- 
ment purchased the Rhodesia Railways 
there were orders outstanding for 300 
wagons and 22 locomotives. A further 10 
locomotives and about 900 wagons have 
since been ordered. It is possible that a 
further order will have to be placed, as 
the demand is still extending. More staff 
is required urgently, and it will be neces- 
sary to recruit engineers from overseas. 


Change of Control 

As a first step towards change of control 
of the Rhodesia Railways it is intended to 
appoint soon a board of directors within 
the Colony to avoid taxation in England, 
where the former company control is still 
situated. It is likely that the proposed 
new board will form the nucleus of the 
eventual Railway Board under the juris- 
diction of a higher authority consisting of 
the Prime Minister, a Minister of Trans- 


port for Southern Rhodesia, and repre- 
sentatives of Northern Rhodesia and the 
Bechuanaland Protectorate. 
Beira-Umtali Railway 
In regard to the future working of the 


line from Beira to Umtali, hitherto 
managed by the Rhodesia Railways, pre- 
liminary talks have been held with the 


Governor-General of Mozambique, and he 
is now discussing proposals wiih authori- 
ties in Portugal. 


CEYLON 


Slips and Washaways 
As reported in The Railway Gazette of 
October 10, the damage caused on the rail- 
way by the major floods and washaways 
was repaired quickly once the water sub- 
sided and it was possible to work material 
and ballast trains up to the breaches. 
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bridge consisted of two spans of 60 ft. and 
two of 100 ft. Both the 60-ft, spans have 
been salved from the river and replaced 
in position. One of the 100-ft. spans ha 
been salvaged and is repairable, but tt 

other has not yet been examined fully. 

is hoped to restore the bridge by the en 

of February. 

During the serious dislocation of traffic 
the railway endeavoured to delay traffic 
as little as possible and, by the use of road 
transport, maintained through — services 
without extra cost to the consignor < 
consignee. 


INDIA & PAKISTAN 


Refugee Movement Speeded Up 

Sixty trains, at the rate of four a day, 
were planned to run during the second 
fortnight of November to evacuate nearly 
300,000 non-Muslims from West Punjab 
The largest number, 20, started from 
Lyallpur, on the North Western Railway. 

A similar programme for the evacua- 
tion of Muslims from India is being 
rushed through, and six to eight trains have 


Bridge Wrecked by Floods in Ceylon 





Spans of the Mahaweli Ganga Bridge washed off the piers 


Under the direction of Mr. E. C. Wijese- 
kera, Acting Chief Engineer, special gangs 
were organised on the affected sections, 
and restoration was effected much earlier 
than was estimated, After October 15, 
when the Badulla line was reopened as 
far as Nawalapitiya, only two points re- 
mained to be cleared. 

One of these was the breach at Black- 
water Estate (97 miles 16 ch. from 
Colombo) on the main line to Badulla 
an almost vertical drop of 124 ft. prac- 
tically below the sleeper ends. As the 
exposed rock was fissured, and the cliff 
face below the ledge of the rock on which 
the track ran was unstable, it was imprac- 
ticable to bridge the gap. The hill side 
had to be cut back, and the line deviated 
by about 35 ft. This involved very heavy 
cutting in rock and earth, but the line was 
completed for through running of trains 
by October 30. Up to this time passengers 
and van goods were transferred at this 
point. 

The other point was the 
Ganga Bridge at Peradeniya, 
work of which was washed away. 


Mahaweli 
the steel 
The 


been crossing the border at Atari daily. It 
was a common sight to see Muslim and 
non-Muslim refugee trains pulled up 
opposite each other at large stations, but 
their movement has been uneventful. 


E.I.R. Services Reduced 


Because of a shortage of engine drivers, 
firemen, fitters, and other mechanical 
staff, who were predominantly Muslims 
and elected to serve in Pakistan, the Dina- 
pore Division of the East Indian Railway 
has been forced to curtail its passenger and 
goods services by 30 per cent. 


Collision near Calcutta 


Six persons were killed and 21 injured 
in a collision at Ishurdi Station, 13 miles 


from Calcutta, during the night of 
November 17-18. A Sealdah-Parbatipur 
passenger train ran into the Naihati- 


Santahar goods train standing at the outer 
signal of Ishurdi. One goods wagon and 
the brake van of the goods train were 
destroyed, and one wagon derailed. The 
engine of the passenger train and the third 
class coach nearest it also were derailed 
and badly damaged. 
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Electric Traction Section 


More British Stock for Brazil Electrification 


Problems of transporting and loading new 
vehicles for Rio de Janeiro suburban routes 





Loading the vehicles at Birkenhead 


THE first electric train unit out of a con- 

tract for 30 which is being carried out 
by the Metropolitan-Vickers Electrical Co. 
Ltd. for the Central Railway of Brazil, was 
shipped from Birkenhead Docks on Decem- 
ber 8. The electrical equipment is being 
manufactured mainly at the Sheffield 


works of the Metropolitan-Vickers Electri- 
cal Co. Ltd.; the coaches are being built by 
the Metropolitan-Cammell Carriage & 
Wagon Co. Ltd, as sub-contractor. The 
trains are for Rio de Janeiro suburban ser- 
vices. 

This is a repeat order, 60 train units of 


Lattice Masts in Pre-Stressed Concrete 


New method of producing conductor 
pylons for Paris-Lyons electrification 


HE S.N.C.F. (French National Railways 
Company) plans to use pre-stressed 
reinforced concrete, instead of steel, for 
the 25,000 masts required for the support 
of the overhead conductor in the electri- 
fication of the Paris—Lyons line. Pre- 
stressed concrete of the Freyssinet type is 
being used already in the electrification of 
the line from Séte to Nimes. Solid con- 
crete masts are heavy, however, and 
liable to obstruct the sighting of signals 
on curves. 

It is proposed, therefore, to make pre- 
stressed concrete masts in an open lattice 
pattern similar to the steel type. These 
masts will be made by entirely new 
processes patented jointly by the S.N.C.F. 
and the inventor, M. Weinberg, Ingénieur 
Attaché a la Division des Ouvrages d’Art. 


Method of Construction 

In giving some details of the method 
of construction, the journal of the S.N.C.F. 
points out that while ordinary reinforced 
concrete is resistant to compression, its 
Tesistance to tension is very low. In the 
new pre-stressing process a core of re- 
inforcing steel wires is placed under 
tension before the concrete is poured, and 
afterwards the concrete itself also is sub- 
jected to tension. 

On account of this pre-stressing 
system any elongation of the concrete is 
maintained within permissible limits of 


elasticity. Consequently, the parts of the 
mast may be constructed of reduced 
dimensions, and reinforcement adjusted 
with precision without fear of permanent 
fissures. There is thus a saving of 
materials and transport costs. These pre- 
stressed masts have been tested thoroughly 
in the S.N.C.F. permanent way workshops 
of the Northern Region. 


Each mast is composed of two pre- 
stressed sections, made separately and 
bound together by reinforced concrete 


cross-ties fastened to rings set in the pre- 
stressed concrete. 

The core of reinforcing steel wires is 
placed in a mould contained in a steel 
frame, and is put under tension by screw- 
jacks fixed to the frame. The tension 
lengthens the wires by about 6 mm. per m. 

The concrete is poured and consolidated 
by vibration under tension. The tension 
of the steel wires then is imparted to the 
concrete by means of anchorage blocks 
previously fixed to the ends of the wires 
to put them under tension. 

Under load, the pre-stressed reinforced 
concrete mast gives less bending than a 
steel mast and about five times less than 
one of ordinary reinforced concrete with 
equivalent resistance. The cost price 
works out much below that of a normal 
steel mast. 

An advantage of the process is that the 
masts can be made on the spot along the 
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this kind having been supplied for the 
original electrification scheme, which was 
carried out by the same British manufac- 
turers, and completed in- 1936,. Each unit 
consists of three coaches, namely, one 
motor coach and two trailers; two or three 
such units can be combined to form longer 
trains according to traffic needs. 


Problems of Shipment 

The shipment of these coaches involves 
interesting problems. Since the gauge of 
the coaches is 5 ft. 3 in., the journey from 
the Metropolitan-Cammell works at Birm- 
ingham to Birkenhead Docks involves 
mounting the bodies on transit bogies, and 
the mounting has to be offset to clear 
bridges and other obstructions. The amount 
of offsetting, indeed, requires that there shall 
be no traffic on the adjoining line while 
the vehicles pass. 

At various stages of the railway journey, 
the load has to be moved sideways a little 
to clear local obstructions. Because of 
these difficulties, the journey is made at 
the week-end, taking from Saturday morn- 
ing until Sunday night. 

At the docks, the bodies are mounted on 
their own bogies and have their roof gear 
replaced, so that when they are slung to 
the deck they are ready to be lifted off at 
the end of the voyage equipped for imme- 
diate service. The heaviest lift to the ship 
is the motor coach, weighing 56 tons and 
measuring 69 ft. in length. 

The loading operation on December 8 
was carried out, including lashing the 
coaches in position, within four hours, and 
the ship. the Parima, sailed the same day. 

The electrification of the Central Rail- 
way was described in the Electric Railway 
Traction supplement to The Railway 
Gazette of March 4, 1938. 


line where required, as the necessary equip- 
ment is simple and easily installed. Cost 
of transport from distant works thus is 
eliminated. 


FURTHER SWISS ELECTRIFICATION.—Elec- 
tric traction was introduced on the 14-3- 
mile line between Fribourg and Payerne 
last year, The extension from Payerne to 
Yverdon. a distance of 16-7 miles, had been 
electrified earlier. The work completed the 
conversion of the Federal Railways lines 
in south-western Switzerland. 


JOHANNESBURG REPAIR AND RUNNING 
SHEDS.—The time is approaching when 
the smoke nuisance in Johannesburg will 
be mitigated to some extent by the re- 
moval of the locomotive depot at Braam- 
fontein, the intention being to convert to 
electric haulage all trains between Germis- 
ton and Langlaagte. The first step in this 
conversion is being taken with.the con- 
struction of large electric repair and run- 
ning sheds at Braamfontein, south of the 
present steam engine running sheds, which 
will be removed when electric traction is 
universal in this area. The sheds, which 
are being built of brick and concrete, will 
consist of four large bays, two for repair 
workshops and two for running sheds. 
Construction work has been pushed ahead 
with all possible speed to permit of final 
work being carried out on the assembly 
of new motor units on their arrival. When 
completed, this work will enable electric 
trains to be operated direct from the run- 
ning sheds to Johannesburg Station, and 
will improve operating conditions. 
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Traction Section 


Traction Power Supply Trends 


The influence of the remotely-controlled substation with static 


rectifiers on 


S UBSTATION equipmert und practice 
have developed greatly in the past 40 
years, which has resulted in an appreciable 
change in the part played by the sub- 
station in traction power supply schemes. 
The smal! remotely-controlled mercury arc 
rectifier substations of today permit elec- 
trification schemes to be considered which 
would have been impossible 40 years ago. 
It is the aim of this article to suggest how 
these changes have resulted in low-voltage 
d.c. schemes being satisfactory for most 
of the needs of today: and how, 40 years 
earlier, the two considerations of sub- 
stations and traffic density were the major 
factors in the choice of the technical 
tails of electrification schemes. 

It is well known that nowadays electric 
power is generated most economically as 
3-phase a.c.. and transmitted most econo- 
mically in this form at high voltage. In 
general, power is used most conveniently 
on electric trains as low-veltage d.c 
though by making the trains and their 
equipment a little more complicated, they 
can be arranged to use single-phase a.c. 
power at voltages of up to 15,000. In 
general, the supply from the power stations 


de- 


has to be transmitted to the railw: iy. and 
converted for distribution to the trains 
through the track conductors. This con- 
version takes place in substations, a num- 
ber of which forms the link between the 
transmission and distribution systems. 
Substation Load Capacity 
On the first electric railways. as today 


on tramways, where the powers to be 
handled are much smaller. substation spac- 
ing was largely a function of track volt- 
age drop, the addition of substations being 
made when these represented an economy 
compared with the alternative of a long 
low-voltage feeder from the main sub- 
station, the capacity of which would have 
to be increased to enable it to supply an 
extra feeder. In all circumstances, the load 
capacity of the substation must be sufficient 
to enable it to cater for the requirements 
of the trains on the system. 

It will be seen that originally the track 
conductors sles were expected to take part 
of the function of transmitting nower. 
being reinforced by low-voltage feeders in 
order to do so more effectively. This was 
due largely to the fact that the smallest 
size of substation which it was economi- 
cal tc build and operate was sufficiently 
large to supply a fairly long section of 
track (except on lines such as those of the 
London Underground, where exceptional 
traffic densities prevailed), and the voltage 
drop exverienced by trains at the extremi- 
ties of the section was the limiting factor 
in the design of the installation. 

The problem today is much 
solution owing to the existence of small 
remotely-controlled mercury arc rectifier 
substations, which may be built economi- 
cally with capacities as small as 2.500 kW.. 
which capacity suffices merely to accelerate 


easier of 


one train (though short-time overloads. 
of course, are permissible). The present 
tendency. exemplified best by practice on 


the Southern Railway, is to use relatively 
large numbers of these small and remotely- 
controlled rectifier substations to act as 
links between the power transmission sys- 
tem and the track conductors. 

The transmission system might now be 
regarded as having taken over part of the 


the planning of railway 
By B. J. Prigmore, 


distribution systems 


M.A., A.M.LE.E. 
function of distribution, since the trans- 
missién wires or cables now follow the 


tracks, to which they are linked frequently 
through substations; and the erstwhile dis- 
tribution system, in the shape of the track 
conductors, might be regarded almost as 
Ouldoor extensions to the substation d.c. 
busbars, to which the trains are connected 
by sliding collectors. In present circum- 
stances, except on heavily loaded lines, 
substation location is decided more by 
considerations of convenience than of volt- 
age drop. 


Southern Railway Practice 

On the Southern Railway the practice is 
to parallel the various substations feeding 
a route; their total capacity always will 
be in excess of the maximum load require- 
ments of the trains. Should a group of 
trains, Owing te bunching. all be fed by 
two or three substations, then there doubt- 


less will be very few trains on the other 
sections of the route (the maximum num- 
ber of trains being fixed), so the unusual 


section will 
lightly-loaded 


voltage drop on the loaded 
cause current flow from the 
sections, and negligible overloading will 
occur of the substation most affected. 
Without taking advantage of the flexibility 
arising from the use of smali remotely- 
controlled rectifier substations, it is doubt- 
ful whether the Southern Railway could 
have progressed so far with the electrifica- 


tion of branch lines with relatively infre- 
quent service. 
It will be noticed that. because 30 or 


more yeers ago an economical substation 
(which required attendants) could not be 
very small, there was a tendency to use 
high voltages and a.c. on lightly-loaded 
iines, when these were electrified, in order 
to reduce the number of substations re- 
quired for their efficient operation. In 
early :installations power was supplied at 
3,000 volts 3-phase (as in Italy) or 15.000 
volis single-phase (as in Switzerland), where 
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traffic was such that intensive suburban 
services were not required. On these routes 
generation, transmission, and distribution 
all could be carried out at the line voltage, 
though on longer routes the economical 
transmission voltage was greater than the 


line voltage, and transformer substations 
were necessary. On these routes, also, the 
complexity of the relatively few train 


equipments was balanced by the simplicity 
of the substations. 

By contrast, on lines such as the London 
Underground, where the density of traffic 
was the reason for electrification, low- 
voltage d.c. was used for the trains, as it 
was economical to use several medium-sized 
substations and many simple train equip- 
ments, rather than fewer large substatic ns 
and an equal number of complex tra 
equipments. Loads were such that jallens 
drop considerations necessitated substatior 
at less than two-mile intervals, and daiitee 
considerations necessitated the substatio 1S, 
with this spacing, being above the 
minimum, so the d.c. scheme 
was. of course, satisfactory. 

Some interesting British exceptions to 
general tendencies are worthy of mention 
The City & South London Railway used 
high-voltage d.c. power transmission. wit! 
numbers of reversible boosters in series, 
a.c. technique not having been developed 
in the days before 1900 when the line was 
built. : 

The Waterloo & City Railway was so 
short that d.c. power was generated and 
supplied to the line at its Waterloo end, 
with a feeder cable along the line. hy 
Mersey Railway still generates d.c for it 
own use, and feeds it to the whole of the 
line without the use of substations, an 
operation facilitated by the fact that no 
part of its system is more than two miles 
from its generating station. 

An unusual eight-mile line with tram- 
way-type overhead wire is the Grimsby & 
Immingham Light Railway. which is fed 
at its centre from its one substation. Here 
the greatest loads are of skort duration, 
being no more than about 150 kW. at each 
end of the line, so, though for a_ short 
time there might be appreciable voltage 
drop at the cars. no more complicated 
distribution system than this is necessary. 


even 
economic 


Stonebridge Park Power Station Linked to Grid 


Exchange 


result of an arrangement between 
.M.S.R. and the Central Electricity 
Board, the L.M.S.R. generating station at 
Stonebridge Park, Wembley, will be con 
nected shortly to the National Grid system. 
The interconnection, which is being effected 
by a cable link between Stonebridge Park 
and the Willesden station of the London 
Power Company, will permit a mutual 
transfer of electricity between the company 


A> a 


the | 


and the board as circumstances may 
require, The railway thus will be able 
to utilise plant capacity not fully used 
during the part of the day which is off 


traflic peaks to augment the resources of 
the Grid, and it will be able to obtain a 
supply from the Grid if any of its own 
generating plant is out of commission. 
The railway generating station at Stone- 
bridge Park has, for over 30 years, sup- 
plied the whole of the electricity used for 
the electric train services from Euston and 
Broad Street to Watford. and for the branch 
lines to Richmond and Croxley Green; also 
the current required for lighting Euston and 
St. Pancras stations, and for most of the 


of output with 


National Grid system 


company’s goods yards, and other premises, 
in the London area. 

The station originally generated current 
at the non-standard frequency of 25 cycles 
per second. Just before the war it was 
decided to reconstruct the station to 
generate at the standard Grid frequency of 


50 cycles per second, and to modernise 
the power house equipment, rebuild 
the sub-stations. and bring them under 


remote control from the generating station. 
This work is now well advanced, and it is 
expected that the interconnection with the 
Central Electricity Board network will be 
effected early this year. 


ELECTRIC TRAINS FOR CALCUTTA.—A plan 
for intreducing an electric train service 
in Calcutta and its suburbs has been for- 


mulated by the Government of India. 
Under this plan, electric trains will run 
from Burdwan (E.1.R.) every three 


minutes, cross the river Hooghli by the 
Wellington Bridge at Bally, and encircle 
the city. 
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Partition of the Indian Government Railways 


Final division between India and Pakistan of the former North Western 
and Bengal Assam Railways after the award of the Boundary Commission 


W 1TH effect from August 15. 1947, the 

Government Railways in India were 
divided into those belonging to the Gov- 
ernment of India. and those belonging to 
the Government of Pakistan. In an earlier 
article. written before the transfer of power 
(see The Railway Gazette of August 8) 
a description of the proposed division of 
the North Western Railway was given, and 
the following description is intended to 
bring up to date the information given in 
that article, and to provide details of the 
partition in Bengal. 

The notional boundary between the 
North Western Railway (Pakistan) and the 
Eastern Punjab Railway (India) had to be 
adjusted as a result of the award of the 
Boundary Commission, and this has left 
the North Western Railway with approxi- 
mately 5,024 route-miles (4,597 broad 
gauge and 427 narrow gauge): while the 
Eastern Punjab Railway now has_ 1,873 
route-miles (1,745 broad gauge and 128 
narrow gauge). The two systems are 
shown in the map on page 14. 

The railway crosses the frontier between 
the East Punjab and Pakistan at six points, 
as follows, reading from north to south: 


Station in Station in Distance between 
India Pakistan stations (miles) 
Dera Baba Nanak Jassar ... 
Atari as Wagah 


Kasur Tahsil 
Gandasinghwala 
Amruka 
Qasamwala 


Khem Karan 
Husainiwala 
Chananwala 
Hindumalkot 


VUMnnNuMnNu 
nim Bi al— si ah 


The division of rolling stock and stores 
has proceeded on the lines indicated in 
the earlier article, and the division of the 
capital at charge has been referred to the 
arbitration board set up by the Partition 
( ouncil. 


Bengal Assam Division 

The notional boundary between West 
Bengal (India) and East Bengal (Pakistan) 
suffered an even greater change as a result 
of the award of the Boundary Commis- 
sion, and the final position is that the 
Bengal Assam Railway, as it was, has been 
divided so that India now has 1,923 route- 
miles (379 broad gauge, 1,527 metre gauge, 
and 17 narrow gauge); while Pakistan has 
1.619 route-miles (501 broad gauge, 1.098 
metre gauge, and 20 narrow gauge). 

Part of the old Bengal Assam Railway 
now allotted to India has been transferred 
to the East Indian Railway, and part to the 
Oudh Tirhut Railway, The remainder in 
India constitutes the new Assam Railway, 
with headquarters at Pandu in Assam. 

That part of the old Bengal Assam 
Railway allotted to Pakistan is known as 
the Eastern Bengal Railway. The division 
s shown in the map on nage 15. The 
railway crosses the inter-Dominion fron- 
tier at ten points, as follows, reading clock- 
Wise and starting in the south: 


Distance 
Adjoining Station in Station in between 
Provinces India Pakistan stations 
(miles) 
West Bengal and Bongaon Benapo! ... 54 
East Bengal 
Do. ... Banpur Darsana 53 
Do. .. Singhabad Rohanpur 74 
Do. ... Radhikapur Biral 53 
Cooch Behar and Haldibari Chilhati 64 
East Bengal 
Do. Changra- Patgram 8 
banda 
Do. ... Gitaldaha Mogalhat 12 
Do Bamanhat Bhurun- 5} 
gamari 
Assam and East Golakganj Sonahat 
Benga 
Do. . Maishashan Lacu ; 8 


YIM 


The Bengal Assam Railway was consti- 
tuted by the amalgamation of the Assam 
Bengal Railway and the Eastern Bengal 
Railway. The former, which was a com- 
pany iine with its headquarters at Chitta- 
gong, a port on the north coast of the 
Bay of Bengal, had a mileage of some 
1,300. The latter was built and owned by 
a company until 1884, after which year it 
was one of the three railways in India 
owned by the State (the others were the 
North Western Railway and the Oudh & 
Rohilkund, which was amalgamated with 
the East Indian Railway when that line 
was taken over by the State. It had a 
length of some 2,200 miles and its head 
quarters were in Calcutta. The combined 
railway, called the Bengal Assam Railway, 
thus had a mileage of some 3,500 miles, 
and its headquarters were sited in Cal- 
cutta, Chittagong as a head office having 
been abandoned. 

The railway was essentially metre gauge, 
but there was a broad-gauge line some 300 
miles long running from Calcutta north- 
wards to Siliguri, where it connected with 
the narrow gauge Darjeeling Himalayan 
mountain railway. Traffic on this broad- 
gauge line was heavy, and for the lower 
150 miles there was a double track, while 
22 miles were quadrupled. Situated on 
this route was the famous Hardinge or 
Sara Bridge across the River Ganges. 
There were five broad-gauge branch lines 
from the main route; the rest of the rail- 
way was metre gauge except for 30 miles 


of 2-ft. 6-in. gauge. 
Headquarters Organisation 
Calcutta is in the Dominion of India, 
and when the present Eastern Bengal Rail 
way was formed after the partition it was 
necessary to move the head office of the 


railway from there, Chittagong was 
selected as the site of the General Man- 


ager’s office, and he and his staff moved 
there in August, necessitating the provision 
of a considerable amount of temporary 
accommodaticn. 

The Eastern Bengal Railway is divided 
by the Brahmaputra River, which is not 
crossed by a bridge throughout its length. 
There are at various points wagon ferries 
which, owing to changing levels and 
courses of the river. are expensive to work 
as the approach tracks have to be con- 
stantly moved. 

The headquarters staff of the Eastern 
Bengal Railway follows the same lines as 
that in existence before partition: that 1s 
to say, there is a General Manager, a Chief 
Engineer, Chief Mechanical Engineer, and 
a Traffic Manager, with their deputies. 

The Assam Railway, which is the 
easterly portion of the divided Bengal 
Assam Railway and which has a mileage of 
1.300, is in charge of a Chief Adminis- 
trative Officer of the rank of a principal 


officer, and working directly under him 
are a Deputy Chief Engineer, a Deputy 
Chief Mechanical Engineer, and two 
Deputy Chief Traffic Managers. 

On the Bengal Assam Railway there 
was a workshop at Kanchrapara_ which 


dealt with ail the repairs to broad-gauge 
locomotives, carriages, and wagons. This 
workshop is now in India and worked by 
the East Indian Railway, which railway, 
it is intended, should undertake all B.G. 
repairs for the Eastern Bengal Railway. 
At Saidpur, on the northern portion of 
the B.G. main line, there is a large work 
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shop which undertook all metre-gauge 
repairs to locomotives and rolling stock 
of the Bengal Assam Railway (between 
Parbutipur, the junction with the metre 
gauge, and Saidpur a third rail was laid to 
permit direct entry of metre-gauge stock to 
the workshops). During the war these 
shops were used intensively, and a large 
re-modelling scheme was planned and 
begun, and at the time of partition was 
still in progress. The present intention is 
to repair M.G. stock from the Assam 
Railway in these works. 

At Parhartali, near Chittagong, there 
exists the shell of a workshop that was 
dismantled during the war when the 
Japanese armies were approaching through 
Arakan. It is possible that these shops 
may be rehabilitated and brought into use 
for M.G. stock running on the eastern 
side of the river. 

The division of rolling stock and stores 

has proceeded on lines similar to those 
indicated in the earlier article on the par- 
tition of the N.W.R., and the division of 
the capital at charge has also been referred 
to the arbitration board. 
_ It will be seen that the Assam Railway 
is physically cut off from the rest of the 
Indian railway system except via Pakistan, 
and the Government of India has an- 
nounced its intention of connecting the 
Assam Railway with the rest of the Indian 
system by purchasing the Darjeeling Hima- 
layan Railway extensions and converting 
the Kishanganj-Siliguri section to metre 
gauge; and by constructing new metre- 
gauge connections between Siliguri and 
Bagrakote; Madarihat and Hasimara or 
Hamiltonganj; and also a connection from 
some suitable point between Garoparu and 
Gitaldaha with a point on the main line 
from Golakganj to Bongaigaon. This pro- 
ject is estimated to cost about Rs. 4 crores 
(about £3,000,000), and will give an all 
Indian through route from Assam to Cal- 
cutta, via Katihar, Manihari Ghat, and 
(after ferrying across the Ganges and trans 
shipment to broad gauge) the East Indian 
Railway Sahibganj loop to Calcutta, a 
journey some 200 miles longer than the 
shortest existing rail route through Paki- 
stan. 


Distribution of Staff 

The effects of this partition remain to 
be seen. It has raised many difficulties 
other than those of operation. Every 
one of the 900,000-odd railway employees 
was asked, before August 15, whether he 
elected to serve in India or Pakistan after 
the transfer of power. Many employees 
serving in India opted for Pakistan, and 
vice versa, and the implementation of these 
options has resulted in a serious unbalanc- 
ing of manpower which will take a ‘ong 
time to set right. : 

For instance, certain trades are ordin- 
arily followed by Muslims, and others by 
Hindus. One railway main workshop lost 
2,000 out of about 8,000 men on this 
account. One division of another railway 
lost between 20 and 30 per cent. of its 
firemen. The clerical establishments of 
many divisional and head offices have been 
upset completely by these transfers, as have 
some of the technical offices by the transfer 
of draughtsmen and estimators. 


The Eastern Punjab Railway has no 
main workshop in which to carry out 
periodical overhauls of locomotives, 


carriages Or wagons. and interim arrange- 
ments have had to be made for the N.W.R. 
to continue to do this work until such time 
as the Eastern Punjab Railway can make 
its own arrangements. 
The disturbances in the Punjab have so 
(Continued on page 28) 
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Main-Line Diesel-Electric Locomotive for the 
London Midland Region 


The first diesel-electric locomotive for main-line passenger service in Great 
Britain has been completed and at the present time is undergoing tests 





L.M.S.R. diesel-electric locomotive No. 10000 alongside the new 
* Sir William A. Stanier” at Euston Station 
T HE decision of the L.M.S.R. to intro- 10000, was completed recently at the Derby 


duce diesel-electric traction on its 
main-line passenger services was announced 
in our issue of March 28, 1947, when we 
gave an outline of L.M.S.R. plans for main 
line, mixed traffic, and suburban units to 
be built. 

The first experimental design concernec 
express passenger services, and the first 
locomotive for this duty recently was com- 
pleted at the L.M.S.R. works at Derby. 
It is now undergoing tests prior to more 
extensive tr.als in competition with the 
most recent types of steam locomotives on 
main-line services. 

The design of the locomotive, as was 
stated in an editorial article last week, was 
the responsibility of Mr. H. G. Ivatt, Chief 
Mechan.cal Engineer, L.M.S.R., and The 
English Electric Co, Ltd. was responsible 
for the engine and electrical equipment. 

To give the widest scope to the experi- 
ment, the layout of the locomotive was 
considered so that it could be tried out 
on a considerable range of traffic duties, 
and, accordingly, the design provides for 
two identical units each having a diesel 
engine of 1.600 h.p. The same engine 
can be rated continuously at 1,760 h.p. 
Each unit has a driv.ng cab at both ends, 
so that it can operate as a separate loco- 
motive, while coupled together the two 
units form a complete locomotive of 3,200 
h.p., controllable from one end by a single 
engine crew. 

Principal Particulars 


The principal particulars of the new 
locomotive are as follow: 
Type of locomotive en ... 0-6-6-0 
Diesel engine type : cab ... 16 SVT Eng- 
lish oe 
Co. 
Continuous rating $i ... 1,600 es 
No. of cylinders abe é<«) 
Dimensions of cylinders ... 10 in. bore by 
12 in stroke 
Maximum engine revolutions 750 r.p.m. 
Tractive effort 
Maximum ~ 41,400 Ib. 
Continuous rating 15,000 Ib. 
Length over buffers 61 ft. 2 in. 


Estimated weight in working © order ... 121 tons 10 cwt. 


Engine fuel capacity 


Main tank , 815 gal. 

Service tank ... 85 gal. 
Carriage warming boiler 

Fuel tank capacity 130 gal. 

Water tank capacity 595 ga!. 


The first unit of this locomotive, No. 


Locomotive Works of the L.M.S.R., and 
it is proposed that, after preliminary tr.als, 
it shall go into regular fast passenger ser- 
vice between Derby and St. Pancras, and. 
later, between Manchester and St. Pancras. 
When the second unit, No. 10001, is com- 
pleted, both will be coupled to take up 
express passenger service on the Euston- 
Glasgow main line. As opportunity offers, 
it is proposed, also, to undertake trials 
with the separate units on fitted freight 
working. 


Features of the Construction 


The longitudinal frame-members are 
made from I sections, and suitable cross- 
stretchers brace the frame and form sup- 


ports for the diesel engine and other 
equipment. Standard = side-buffers and 
drawgear are fitted at each end of the 
locomotive, and corridor connections are 


also provided. By means of an adaptor 
the corridor connection on the locomotive 
can be coupled to that of a standard prety 

The body, sides. and roof, with the nose 
ends, form one assembly which is sup- 
ported on two pivots placed at each bulk- 
head behind the driving compartments. 
The frame is thus free to deflect without 
stressing any of the superstructure. The 
body, including the dr.ving compartments, 
and the roof, are sprayed with asbestos 
on the inside to reduce noise and for in- 
sulation purposes. The roof is provided 
with hinged doors. 

The d.esel engine and main and auxiliary 
generators form one unit, which is mounted 
on three-point bearings resting on rubber 
pads on cross-stretchers in the main frame. 
Auxiliary spring supports also are pro- 
vided to assist in canry.ng the weight of 
the generator. 

The engine is a 16 cylinder V-type 4- 
cycle turbo-charged unit with a 12-hour 
B.S.1. rating of 1,600 b.h.p. at 750 r.p.m. 
It has been specially designed and de- 
veloped for rail traction service and the 
governing and control gear has_ been 
arranged to facilitate complete remote con- 
trol. The engine has a ‘cyli nder bore of 
10 in, and a piston stroke of “ in. Open- 
type combustion chambers are formed in 
the crowns of the aluminium- stay pistons 
which have three compression and two 
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scraper rings and a fully-floating gudgeon 
pin retained by circlips. 

Wet-type cylinder liners of special cast 
iron, with separate cylinder heads, each 
having one inlet and one exhaust valve 
together with a centrally placed fuel -in- 
jector, are employed. The valves seat on 
inserts of spec.al iron alloy and are oper- 
ated by rocking levers and short push- 
rods. Individual fuel pumps have been 
fitted. 

The cylinder jackets and crankcase are 
of monoblock construction and consist of 
two high-grade iron castings joined trans- 
versely. The camshaft compartments are 
formed in the upper portion of this mem- 
ber, and the top surfaces to which the 
cylinder heads are secured also accom- 
modate the cam followers and fuel pipes. 
The cams, which have hardened profiles, 
are separately attached to the camshaft. 

The bedplate is a single casting of special 
iron and incorporates the lubricating oil 
sump and transverse webs forming hous- 
ings for the nine main bearings. The bed- 
plate is extended at the flywheel end and 
iorms a facing to which the generator 
body is bolted and registered, 

The connecting rods are heat-treated 
alloy steel forgings, and the small-end 
bearings are floating bushes of phosphor 
bronze, pressure lubricated through drill- 
ings along the axes of the I section shanks. 
Each crankp.n accommodates two big-end 
bearings arranged side by side. 

A vibration damper is fitted to the free 
end of the crankshaft, and a drive is taken 
from this point for the lubricating oil, 
water, and fuel transfer pumps. Two water 
pumps are employed, one serving each 
bank of cyl:nders, and two lubricating-oil 
pumps are fitted. 

Four exhaust-gas_ turbo-chargers of 
British Brown Boveri manufacture are 
fitted and each serves four cylinders. The 
exhaust manifolds are accommodated be- 
tween the banks of cylinders and are effec- 


tively lagged and screened. The turbo- 
chargers have self-contained automatic 
lubricating systems which are entirely 


independent of the engine system. 

Radiators are provided in each bodyside 
consisting of headers and oil and water- 
cooling elements. The radiator fan is 
placed in an opening of the roof on the 
centre line of the engine, drawing air 
through the elements and fan ducting, and 
exhausting this through a grille in the 
roof. The main fuel tanks are placed 
across the locomotive next to the radiator. 
The service tank is fabricated into this 
structure above the main tank. 

Electrical Equipment 

Power from the main generator is trans- 
mitted to the road wheels by six axle-hung 
nose-suspended traction motors driving 
through single-reduction spur gearing. 
These motors are connected in three paral- 
lel groups, each group consisting of two 
motors permanently connected in series. 
The main generator is a_single-bearing 
machine directly coupled to the engine 


crankshaft. It is of the direct-current self- 
ventilated type, provided with two 
separately excited field-windings and a 


series decompounding winding which is 
used also when the generator is motored 
from the battery for engine-starting pur- 
poses. 

The traction motors are d.c. series-wound 
reversible force-ventilated machines. The 
armature bearings are of the roller type 
arranged for grease lubrication. The nose- 
suspension bearings are of the sleeve type 
arranged for oil lubrication. 

With the exception of the master con- 
troller mounted in each cab, control equip- 
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Completed motor bogie of the locomotive 


ment, consisting of electro-magnetic and 
electro-pneumatic contactors, relays, and 
reverser, is mounted in a single dust-tight 
main control frame in the generator com- 
partment. The master controller includes 
the main contro] handle, the reverser lever, 
and the master switch for starting and stop- 
ping the engine. 

The auxiliary equipment consists of an 
auxiliary generator, two traction motor- 
blowers, and the radiator fan motor. The 
auxiliary generator is overhung on the 
main generator, and supplies current for 
the control circuits, battery charging, for 
operating the motor-driven compressors, 
exhausters, and traction motor blowers, 
and for locomotive lighting. 


Starting the Engine 
The diesel engine is started by motoring 
the main generator from a lead-acid bat 
tery, which also operates the locomotive 
lighting, and supplies power to the control 
circuits until the engine is started. 


Separated from this compartment by an 
air-tight door and bulkhead, are the water 
and oil fuel tanks for the Clarkson thimble- 
tube boiler, and also the boiler itself. In 
addition, a lavatory is placed in this com- 
partment. The Clarkson boiler is fitted 
with automatic boiler feed control, and is 
oil-fired by a Laidlaw-Drew burner, fitted 
with automatic controls. 


The Driving Cabs 


In each driving cab, adjustable cushioned 
seats are provided, and the fittings include 
main controller and brake valve, wind- 
screen wipers and an arrangement for 
washing windows, and also sanding and 
horn valves. A “dead-man” treadle is 
fitted, Alongside the seats, drop lights 
are conveniently jarranged. De-frosters 
and sun-blinds are fitted and also two elec- 
tric heaters alongside each seat. 

Within the nose ends are, on one side, 
a traction motor blower, and on the other 
an air compressor. Each blower supplies 
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air to the traction motors on the bogie 
beneath it. The compressed air is used 
for control gear, sanding, and horn valves, 
Design of Bogies 
The bogies are of novel design. It was 
considered : essential for good riding to 
adopt the bolster type, and in the usual 
layout the two bolsters are coupled to- 
gether by a member of stiff section, which 
transfers the full weight of the main frame 
and body from the centre pivot. With 
such a design it is not possible to find 
room for a traction motor on the centre 
axle, and so it was decided that three 
motors per bogie were necessary, the pre- 
sent somewhat unique design being adopted 
in which the weight is carried on the axes 
of the bolsters themselves at four points 
through sliding surfaces, the centre pivot 
only requiring to deal with location and 
traction forces. : 
Among others the following contractors 
have supplied equipment :— 
Spiral springs +s « George Turton Platts & 
oO. Ltd. 
British Timken Limited 
Ferodo Limited 
Westinghouse Brake & 
Signal Co. Ltd. 
Westinghouse Brake & 
Signal Co. Ltd. 
C. G. Vokes Limited 
Clarkson Thimble Tube 
Boiler Co. Ltd. 
J. W. Roberts Limited 
Silentbloc Limited 
Goodlass Wall Lead Indus- 
tries Limited 
Docker Bros. 
Bayham Limited 


Axleboxes ... 
Ferodo pads aos des 
Vacuum brake equipment 


Air equipment 


Air filters ... eos iin 
Carriage warming boiler 
and equipment 
Asbestos spraying 
Silentbloc bearings 
Oil-resisting enamel 


Aluminium paint ... 

Gauges ‘hd bes ate 
Rubber bellows ... ane 
Drawbar rubber springs... 
Pull lever switches pee 


} Spencer Moulton Limited 


Smith’s Industrial Instru- 
ments 

Beckett, Laycock & Wat- 
kinson Limited 

Hallam, Sleigh & Cheston 

Metropolitan Vickers Elec- 
trical Co. Ltd. 

Bluemel Brothers Limited’ 

Taylor Bros. & Co. Ltd. 

Turton Platts & Co. Ltd. 

Pyrene Co. Ltd. 


Drop window 


Cab seat 
Window wiper 


Handwheels 

Wheel centres... ane 
Buffers, Turplat Noweld ... 
Fire extinguishers... = 


Main frames of the new diesel-electric locomotive, with traction motor blower, fuel tank radiator, engine 
control cubicle, and boiler water tanks 
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Diesel-Electric Locomotive for the London Midland Region 


Motor bogies and centre portion of cab of the new L.M.S.R. 1,600-h.p. main-line diesel-electric locomotive 
shown in position 


A view taken at the Derby works, showing the centre portion of ihe locomotive cab in position, and the nose 
end ready for lifting on 
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L.M.S.R. 4-6-2 “ Coronation”? Type Locomotive 


“Sir William A. 


Stanier, F.R.S.” 


Built to compete with a new 3,200-h.p. diesel- 


electric coupled unit on 


[N order to obtain comparative data on 
the most modern developments in 
motive power, the L.M.S.R. recently com- 
pleted engine No. 6256 at Crewe Works. 
This is the first of two steam locomotives 
intended to compete with the 3,200-h.p. 
double-unit diesel-electric locomotive, 
which is described in this issue, shortly to 
be put into service on the Euston-Glasgow 
main line. 
Although these locomotives are to the 
same general design as the existing 4-6-2 


i recccseccscebe nce cecasesis i 


WEIGHTS IN 2IT.16C. 


22T.14C. 


the Euston-Glasgow run 


the self-aligning Skefko feature. These are 
grease-lubricated boxes. 

Split cannon type boxes are again used 
on the intermediate driving and _ trailing 
coupled axles and individual boxes for the 
trailing truck and tender. These latter all 
house the same size of bearing, which 
already is in use on other tenders. All 
axleboxes and axlebox guides have mag- 
ganese-steel bearing faces. Frame clips 
under the axlebox gaps are of the vertical 
type. 


ea 6---2fe—5.6"-s}e---7'3*---} 
! 


22T.14C. 


~------ 4-73'10%' 
227.146. 





WORKING ORDER 


106T.8C. 


TOTAL WEIGHT OF ENGINE AND TENDER = I63T.4C. 
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by a rotating shaft worked by handwhee] 
in the cab, 

The reversing indicator is unusual for 
the reason that the markings are indicated 
on a revolving drum. The motion is fiited 
with oildlubricated steel bushes, and case- 
hardened motion pins and Skefko ball 
bearings have been fitted to the return 
cranks. 

These locomotives are also fitted with 
the standard arrangement of rocking grate, 
self-emptying ashphns, and self-cleaning 
smokebox, while a double chimney is fitted 
to’ the smokebox. Top feed trays have 
been eliminated, and a new arrangement of 
deflector plates has been introduced, which 
takes the form of a saddle over the tube | 
bank, with the object of allowing the sludge 
carried in with the feed water to fall to 
the bottom of the barrel clear of the tubes, 
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Principal dimensions and weights of the new L.M.S.R. locomotive No. 6256 


“Coronation” type, Mr. H. G._ Ivatt, 
Chief Mechanical Engineer, L.M.S.R., has 
introduced some additional features with 
the idea of obtaining increased availability 
and reducing maintenance costs, together 
with longer periods between workshop re- 
irs. 

"ee example, all axles of the engine and 
tender have been fitted with roller bear- 
ings, those on the crank axle being of 
Skefko type, while the other axles of en- 
gine and tender have Timken tapered 
roller bearings. 

Those fitted on the bogie are split 
cannon type axleboxes which house the 
same size of bearings as are used on tur- 
bine locomotive No. 6202. The axleboxes 
on the crank axle are separate boxes with 


The back end of the locomotive has 
been re-designed. The main plate frames 
terminate at a point behind the trailing 
coupled axle where a semi-bar type 2 in. 
thick is riveted on and carries on to the 
hind buffer beam. Support brackets on 
this frame rest on spherical bolsters slid- 
ing on the top of the pony truck which is 
also of new design. This has now been de- 
s.gned as a one-piece steel casting embrac- 
ing the pony truck wheels. Side check- 
gear of the coil-spring type is fitted. 


Design of Reversing Gear 
The reversing gear also has been re- 
designed, the screw bracket itself being 
mounted on the main frame near the main 
reversing shaft, and the screw is operated 


The feature of the top-feed arrangement 
whereby the water is de-aerated is re- 
tained, 

Other fittings include blow-off cocks and 
superheater elements of 5P4 type which 
provide an increase in superheater heating 
surface. 


SOUTHERN RAILWAY ALL-STEEL SUBUR- 
BAN ELECTRIC STocK.—Mr. L. Lynes and 
Mr. C. A. Shepherd will read a paper on 
“Southern Railway A\ll-Steel Suburban 
Electric Stock” at a general meeting of 
the Institution of Locomotive Engineers 
which will be held in the Institution of 
Mechanical Engineers, Storey’s Gate, 
London, S.W.1, on January 14 at 5.30 p.m. 
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Railway Executive 

The Railway Executive, with the 
approval of the British Transport Com- 
mission, has made the following appoint- 
ments: 

Secretary to the Railway Executive: Mr. 
E. G. Marsden. 

Eastern Region: Assistant Chief Re- 
gional Officer: Mr, A. E. H. Brown. 

North Eastern Region: Assis- 





tant Chief Regional Officer: 
Mr. S. A. Finnis. 

Southern Region: Deputy 
Chief Regional Officer: Mr. 
R. M. T. Richards. 

Western Region: Assistant 


Chief Regional Officer: Mr. 


H. H. Phillips. 


Mr. John Elliot (Chief 
Regional Officer, Southern 
Region, British Railways) has 
joined the boards of Thos. 
Cook & Son Ltd., Hay’s Wharf 
Cartage Co. Ltd., and Pick- 
fords Limited. 


Senator Kennedy Stewart 
has resigned from the board of 
the Belfast & County Down 
Railway Company, and Sir 
William Robinson has been co- 
opted to fill the vacancy. 


The British Employers’ Con- 
federation announces that Lord 
Weir has_ been _ re-elected j 
Honorary President and Sir I 
Greville S. Maginness, Presi- 
dent. for the ensuing year. Sir 
Frederick Bain continues as a 
Vice-President and is joined by 
Mr. Cuthbert B. Clegg. 

Mr. R. Cameron, Traffic 
Manager, Buenos Ayres & 
Pacific Railway, has retired, 
and is succeeded by Mr. Fran- 
cisco Sansoni. 


The Lord President of the 
Council in the House of 
Commons recently, answering 


questions on plans for further 
development of scientific re- 

search to assist industrial pro- 

duction, said he had decided, in 
consultation with the Chancellor of the 
Exchequer, to supplement the work of the 
Advisory Council on Scientific Policy by 
setting up a new Committee on Industrial 
Productivity. The main work of the com- 
mittee, of which Sir Henry Tizard would 
be Chairman, would be conducted through 
a number of panels which would be con- 
stituted from time to time to investigate 
and report on various aspects. Among 
panels being set up in the first instance is 
one to deal with technology and opera- 
tional research, under the Chairmanship 
of Sir William Stanier. In a circulated 
statement, Mr. Morrison announced the 
remaining members of the committee, as 
follow:— 

One or more employers (chosen in con- 
sultation with the F.B.I. and B.E.C.; one 
or more trades union members (chosen in 
consultation with the T.U.C.); Sir Edward 
Appleton; Sir Claude Gibb; Mr. Hugh 
Weeks; Mr. Robert Hall; Mr. E. M. 
Nicholson; Mr. G, B. Blaker; Secretary, 
Mr. E. D. T. Jourdain. 
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Mr. A. J. F. Bunning, C.M.G., who is 
on leave prior to retirement from the post 
of General Manager, Nigerian Railway, as 
recorded in our December 12 issue, has 
been appointed Adviser on Inland Trans- 
port to the Secretary of State for the 
Colonies. Mr. Bunning was born in 
September, 1895, was educated at 
Newport (Monmouthshire) High School 
and Technical College, and entered the 
Traffic Department of the Great 
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Mr. A. J. F. Bunning 


Appointed Adviser on Inland Transport to the 


Secretary of State for the Colonies 


Western Railway early in 1912. He 
joined the Army soon after the outbreak 
of war in 1914, and was commissioned in 
the South Wales Borderers in 1915; after 
being wounded on the Somme a year later 
he returned to France as an R.T.O. in 
1917. In December, 1918, he was vosted 
to the General Headquarters Railway 
Traffic Office, Cologne, and a year later 
to Danzig as R.T.O. in Charge. After a 
year spent there and on the Inter-Allied 
Baltic Railway Commission in Poland, he 
returned to the United Kingdom at the end 
of 1920 and was demobilised. In 1921 
Mr. Bunning joined the Eastern Railway 
Construction of the Nigerian Railway, and 
in 1927 went over to Open Lines as Assis- 
tant Traffic Officer. He was promoted 
District Traffic Superintendent in 1936. 
Three years later he transferred to the 
Gold Coast Government Railway as 
Traffic Manager. In May, 1942, Mr. Bun- 
ning returned to the Nigerian Railway with 
the appointment of Chief Traffic Superin- 
tendent; he never took up that post, how- 





21 


NEWS SECTION 


ever, as on arrival he was promoted 
Deputy General Manager, He acted as 
General Manager in April and May, 1943, 
and again from July,. 1943, until his ap- 
pointment as General Manager in January, 
1944. Lately he has been seconded as 
Special Commissioner for Railway Rates 
(Revision), Nigeria. 





Mr. W. B. Baxter has been appointed a 
Director of the United Steel Cos. Ltd. 





New Year Honours 
KNIGHTS BACHELOR 
Colonel Eric Gore Browne, 

D.S.O., O.B.E., T.D., A.D.C., 
Chairman, Southern Railway 
Company. 

C.V.O. 

Mr. Sydney Humbert Fisher, 
Chief Operating Manager, 
L.M.S.R. 

C.B.E. 

Mr. George Morton. For 
services as Chief Accountant, 
L.M.S.R. (now Chief Financial 
Officer, Railway Executive). 





Mr. George Stephen. Vice- 
President of Traffic, Canadian 
Pacific Railway, for the past 17 
years, retired on December 31, 
and has been succeeded by Mr. 
Allan MacNamara, General 
Traffic Manager of the Min- 
neapolis, St. Paul & Sault Ste. 
Marie Railroad since 1944, 


The Minister of Fuel & 
Power, after consultation with 
the British Electricity Authority, 
has appointed Sir Norman 
Duke and Mr. S. F. Steward to 
be Chairmen-designate of the 
South East Scotland and South 
Western Area _ Electricity 
Boards, respectively. 


Mr. G. W. Giffin has been 
appointed a _ Director of 
Siemens Bros. & Co, Ltd. 


Docks & INLAND WATERWAYS 


EXECUTIVE 
Mr. H. B. Emley, C.M.G., 
M.Inst.T.. who has become 
Northern Area Waterways 
Manager, Docks & Inland 
Waterways Executive, was 


General Manager of the Aire & Calder 
Navigation. He was previously General 
Manager of the Sudan Railways. 

Mr. C. M. Marsh, M.I1.C.E., who has 
become North Western Area Waterways 
Manager, Docks & Inland Waterways 
Executive, was Engineer & Manager of the 
Weaver Navigation. 

Mr. J. T. Evans, M.1.C.E., M.Inst.T., 
M.Amer.Soc.C.E., who has become Eastern 
Area Waterways Manager, Docks & In- 
land Waterways Executive, was Managing 
Director & Engineer of the Trent Naviga- 
ation. 

Mr. A. C. Lisle, O.B.E.. M.Inst.T., who 
has become Western Area Waterways 
Manager, Docks & Inland Waterways 
Executive, was General Manager & Secre- 
tary of the Sharpness Docks & Gloucester 
& Birmingham Navigation Company. 

Mr. C. Saywood, who has become 
Southern Area Waterways Manager, Docks 
& Inland Waterways Executive, was 
General Manager & Secretary of the Grand 
Union Canal Company. 
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Railway Executive: Regional Officers 


Phote} [Bassano 


Mr, G. L. Darbyshire Mr. T. W. Royle 
Chief Regional Officer, London Midland Region Deputy Regional Officer, London Midland Region 


; (Lafayette 
Mr. K. W. C. Grand Mr. John Elhot 


Chief Regional Officer, Western Region Chief Regional Officer, Southern Region 
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Railway Executive: Regional Officers 


Photo) " [Lafayette Photo) : [Lafayette 
Mr. C. K. Bird Mr. C. P, Hopkins 
Chief Regional Officer, Eastern Region Chief Regional Officer, North Eastern Region 


f 
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Mr. T. F. Cameron Mr. T. H. Moffat 
Chief Regional Officer, Scottish Region Deputy Regional Officer, Scottish Region 
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Mr. H. W. Croft 


Stationery & Printing Superintendent, 
G.W.R.. 1942-47 


Mr. H. W. Croft, who retired on Novem- 
ber 30 from the position of Stationery & 
Printing Superintendent, Great Western 
Railway, joined the company as a junior 
clerk in the Stationery Office in 1903, and 
has spent all his 44 years’ service in that 
department, with the exception of two years 
from January 1, 1917, to December 3], 
1919, when he was attached to the G.W.R. 
Police Office for special duties, becoming 
head of the department in 1942. Mr. Croft 
was awarded the G.W.R. Signalling & 
Safe Working Certificate in 1907, and 
the G.W.R. Station Accountancy Merit 
Certificate in 1909; and, at the London 
School of Economics, in 1912, he was 
awarded its certificate for his knowledge of 
“The Law of Carriage by Railway.” 
Immediately afterwards he was further 
awarded the First Class Certificate and the 
Institute’s Bronze Medal of the City & 
Guilds of London for his knowledge of 
paper testing and manufacture. In 1918-19 
he secured the certificate of the St. Bride 
Foundation Printing School for his ability 
in connection with “ Cost Finding and Esti- 
mating.” During a ten-year campaign 
Mr. Croft has reduced the number and size 
of forms and books used by the G.W.R. 
by a third. One of his largest tasks was 
the transfer, and centralisation in London, 
of the ticket and stationery arrangements 
of the Welsh railways and docks amal- 
gamated with the G.W.R. He is an 
authority on tickets, and has been respon- 
sible for the introduction of special ticket 
printing and cutting machinery, which has 
resulted in cheaper and more efficient 
ticket production. 





Mr. W. Roland Davies, who last month 
was appointed Assistant for Salaried Staff 
& Establishment, Labour & Establishment 
Department, L.M.S.R. (now London Mid- 
land Region), joined the L.N.W.R. at 
Whitchurch, and from 1906-11 gained 
traffic and goods experience in the Shrews- 
bury and Abergavenny Districts. In 1911 
he was transferred to the District Goods 
Manager's Office, Birmingham, and in 1914 
to the Centralised Accounts Department 
of the District Goods Manager, Man- 
chester. From 1914-18 Mr. Davies served 
with the Royal Artillery in France and 
Belgium; and he returned to duty with 
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Mr. W. Roland Davies 


Recently appointed Assistant for Salaried Staff 
& Establishment, L.M.S.R. (now London 
Midland Region) 


the L.N.W.R. in the Manchester District 
in 1919. He was a member of the Chief 
Goods Manager’s Clerical Costs Com- 
mittee from 1921-22; transferred to the 
General Superintendent's Staff Department, 
Manchester, in 1923; and entered the Staff 
Department of the Chief Goods Manager 
at Euston in 1925. He was appointed 
Chief Clerk, Centralised Accounts Depart- 
ment, London (Camden), in 1929, and 
Assistant Agent for Accounts in 1934. He 
transferred in 1935 to the Office of the 
Chief Officer for Labour & _ Estab- 
lishment at Euston, where he remained 
until, in 1941, he returned to Camden on 
being made Chief of the Centralised 
Accounts Department, London. In 1944 
Mr. Davies was appointed Assistant for 
Commercial Development to the Chief 
Commercial Manager. Mr. Davies was 
responsible for the formation of the 
L.M.S.R. Headquarters Company, Home 
Guard, at Watford, and was appointed its 
first Commanding Officer; in 1941, after 
transfer to London, he was appointed 
Second-in-Command, 16th City of London 
Battalion, Home Guard, with the rank of 
Major. 





Mr. L. R. Christie, O.B.E., who retired 
last year from the position of Portmaster, 
Grimsby & Immingham, L.N.E.R., which 
he had held since 1939, was before the 
outbreak of war for some 20 years Mana- 
ger of Dean & Dawson Limited. He was 
educated at Rugby, and became one of 
the special clerks selected by the Great 
Central Railway for a wide training in 
various branches. Mr. Christie decided 
to specialise in the development of 
tourism, travelling exteasively abroad and 
paying more than one visit to America. 
The curtailment of the activities of Dean 
& Dawson by the recent war freed him 
to take over the duties of Portmaster. 
Grimsby Docks, which include the super- 
vision of Immingham Dock and the Hum- 
ber ferry and lighter services. At the same 
time he became a member of the Humber 
Conservancy Board. To mark the occa- 
sion of Mr. Christie’s retirement, a num- 
ber of his colleagues assembled at Liver- 
pool Street recently, when Mr. V. M. 
Barrington-Ward occupied the chair and 
invited Messrs. E. W. Rostern, R. Bell, 


January 2, 1948 


Mr. L. R. Christie 


Portmaster, Grimsby & Immingham, 
L.N.L.R., 1939-47 


C. K. Bird, L. Ballan and C. G. G. Dan- 
dridge in turn to make a few remarks 
about Mr. Christie’s work and the pleasant 
relations he had preserved with all grades 
of the staff. Mr. Barrington-Ward then 
congratulated Mr. Christie on surmounting 
all the difficulties created by war conditions 
at the docks under his control, and asked 
him to accept a radiogram as a token of 
friendship from his fellow officers. 

Sir Thomas Barlow has resigned the 
Chairmanship of the Council of Industrial 
Design. He is succeeded by Dr. R. S. 
Edwards. 





PRESENTATION TO L.N.E.R. DIRECTORS 

At the close of the business of the final 
board meeting of the L.N.E.R. on Decem- 
ber 18 a deputation of the officers of the 
company, headed by Mr. Miles Beevor 
(formerly Acting Chief General Manager, 
and now Chief Secretary & Legal Adviser 
to the British Transport Commission), 
waited on the directors. After Mr. Beevor 
had expressed the deep regret which the 
officers felt at the severance of their official 
connection with the members of the board 
and their great appreciation of the happy 
relationship which had always existed be- 
tween the officers and directors, he pre- 
sented to each member of the board, on 
behalf of the officers, a booklet bearing 
the following inscription :— 

“ This record of outstanding achievements 
of the London & North Eastern Railway is 
presented by the Officers whose signatures are 
contained herein as a token of appreciation of 
the kindness which they have always received 
from the Directors, and of gratitude for the 
cordial friendship between the Board and the 
Management which throughout the lifetime of 
the Company the Directors have done so 
much to promote.” 

The book, which contains a number of 
photographs and articles illustrating the 
principal achievements of the L.N.E.R.., 
was signed by 66 of the company’s officers. 
The final page bears a facsimile of the seal 
of the Stockton & Darlington Railway, 
with its motto: “ At private risk for public 
service.” 

On behalf of the board, Sir Ronald 
Matthews warmly thanked the officers for 
the kind thought which had prompted 
them to make the presentation. 





































Jar 


Mr. 
M.Ins 
the lL 
Nove! 
Chief 
Midla 
tive, e 
1898 
and | 
Clerk 
In 19 
Mana 
Depa 
the L 
Chief 
in 19 
Office 
posit! 
appo 
last, 
mem 
sion, 
Presi 
Chie! 
L.M. 
Staff 
Com! 
of t 
habil 
dents 
and ; 


Tee 


My 
fy 
ee 











YIM 





January 2, 1948 


Mr. George L. Darbyshire, C.B.E., 
M.Inst.T., hitherto Acting President of 
the L.M.S.R., who, as recorded in our 
November 28 issue, has been appointed 
Chief Regional Officer of the London 
Midland Region under the Railway Execu- 
tive, entered the service of the L.N.W.R. in 
1898 in the Traffic Department at Crewe, 
and in 1910 was appointed Chief Staff 
Clerk in the Divisional Office at Liverpool. 
In 1919 he was transferred to the General 
Manager’s Office, Euston, in the Staff 
Department, and, after the formation of 
the L.M.S.R., he became Assistant to the 
Chief Officer for Labour & Establishment; 
in 1930 he himself was appointed Chief 
Officer for Labour & Establishment, which 
position he vacated in 1943 on being 
appointed a Vice-President. In August 
last, when Sir William Wood became a 
member of the British Transport Commis- 
sion, Mr. Darbyshire was made Acting 
President. During the recent war, while 
Chief Officer for Labour & Establishment, 
L.M.S.R., he was Chairman of the Railways 
Staff Conference and of the R.E.C. Staff 
Committee. Mr. Darbyshire was a member 
of the Government Committee on Re- 
habilitation of Persons Injured in Acci- 
dents. He was made an O.B.E, in 1939, 
and a C.B.E. in 1945. 


Mr. T. W. Royle, C.V.O., M.B.E., 
M.Inst.T., hitherto a Vice-President of the 
L.M.S.R., who, as recorded in our 
November 28 issue, has been appointed 
Deputy Regional Officer of the London 
Midland Region under the Railway Execu- 
tive, joined the Lancashire & Yorkshire 
Railway in 1898. In 1914 he was 
appointed Confidential Assistant to the 





Superintendent of the Line in connection: 


with the R.E.C. For his services rendered 
during the war of 1914-18 he was made 
an M.B.E. In 1919 he was appointed 
Assistant Superintendent of the Line, 
L.Y.R., and, at the time of the amalgama- 
tion of that line with the L.N.W.R., he 
became Assistant Divisional General Super- 
intendent, Northern Division, of the latter. 
When the L.M,S.R. was formed in 1923, 
Mr. Royle was designated Assistant 
General Superintendent, Western Division, 
and in the next year he became Divisional 
Superintendent, Manchester. His title 
from 1929 to 1932 was Divisional Super- 
intendent of Operation, Manchester. In 
the latter year he was appointed Assistant 
Chief Commercial Manager. Mr. Royle 
was made Chief Assistant Commercial 
Manager in 1935, and Chief Operating 
Manager in June, 1938. He became a Vice- 
President in August, 1944, At the end of 
1946 Mr. Royle was appointed, with Mr. 
O. V. Bulleid, Chief Mechanical Engineer, 
Southern Railway, to investigate railway 
operation to ensure the utmost fluidity 
throughout the railway system, and to see 
that capacity both of existing rolling stock 
and of the workshops was used to the best 
advantage. Mr. Royle is President of the 
Institute of Transport for 1947-48. His 
contributions to the Proceedings of the 
Institute include papers ~on “ Modern 
Methods of Handling Goods at Railway 
Stations,” and “Education for Transport,” 
He was made a C.V.O, in 1944, and last 
year received the United States Medal of 
Freedom with Silver Palm. 


Mr. K. W. C. Grand, M.Inst.T., 
hitherto Assistant General Manager, Great 
Western Railway, who, as recorded in our 
November 28 issue, has been appointed 
Chief Regional Officer of the Western 
Region under the Railway Executive, was 
educated at Rugby, and entered G.W.R. 
service in 1919 at Park Royal Goods 





THE RAILWAY GAZETTE 


Station. After gaining experience there, 
at Ealing Broadway, and in the Divi- 
sional Superintendent’s Office, Padding- 
ton, he was transferred in 1922 to the 
General Manager’s Office. In 1926 he 
was appointed the company’s General 
Agent for the U.S.A. and Canada with 
offices in New York, and on his return to 
England in 1929 became Assistant Pub- 
licity Agent. On the expiration of the 
company’s trade advertising agreement 
with its contractors, Mr. Grand was 
appointed Commercial Advertising Agent 
in 1931 to organise the control of the 
department newly created to deal with that 
branch of advertising. A year later he 


_ took over also the charge of the Publicity 


Department with the title of Commercial 
Advertising & Publicity Agent. In 1933 
he was associated with the late Squadron- 
Leader S. B. Collett (Assistant Secretary, 
G.W.R.) in the organisation of the first 
railway air service, inaugurated by the 
G.W.R. between Plymouth and Cardiff, 
and subsequently extended to Birmingham. 
He was appointed Commercial Assistant 
to the Superintendent of the Line in 1933, 
and a year later became General Assistant. 
In 1936 Mr. Grand was appointed Divi- 
sional Superintendent, Swansea, returning 
to Paddington in 1937 as an Assistant to 
the General Manager. In 1939 he was 
made Principal Assistant to the General 
Manager, which position he relinquished 
to take up his appointment as Assistant 
General Manager in October, 1941. In the 
same year Mr. Grand was appointed, by 
the Railway Executive Committee, Liaison 
Officer to the Director-General of the 
Home Guard, and was responsible for the 
enrolment and training of the numerous 
units formed throughout the Great Western 
system. He also organised the company’s 
Air Raid Precautions arrangements and 
Fire Fighting Services during the war. 
Mr. Grand is a Director of the Bristol 
Tramways & Carriage Co. Ltd. and British 
& Foreign, Aviation Limited, and is Chair- 
man of Olley Air Service Limited and 
Channel \Air Ferries Limited. He was 
recently awarded the American Medal of 
Freedom with Bronze Palm for his services 
to the United States during the war. 





Mr. John Elliot, M.Inst.T., who, as re- 
corded in our November 28 issue, has 
been appointed Chief Regional Officer 
of the Southern Region under the Rail- 
way Executive, assumed the duties of 
General Manager, Southern Railway, from 
October 1 last, consequent on the appoint- 
ment of Sir Eustace Missenden as Chair- 
man of the Railway Executive. Mr. 
Elliot was born in 1898, and educated at 
Marlborough and the Royal Military 
College, Sandhurst. He was gazetted to 
the 3rd Hussars in 1917, and was on active 
service with his regiment in France, Bel- 
gium, and on the Rhine until 1920, when 
he resigned his commission to take uv 
journalism. After experience in America 
on the New York Times and in England 
on the Daily Express and _ Evening 
Standard, on the latter of which he be- 
came Assistant Editor, he joined 
the Southern Railway in 1925 as 
assistant to Sir Herbert Walker in 
charge of publicity and advertising. In 
1930 he was appointed Development 
Officer in the newly-formed Traffic Depart- 


ment. He was made Assistant Traffic 
Manager in 1933, Assistant General 
Manager in 1937. and in 1939 was 


appointed Deputy General Manager, which 
position he held until he assumed the 
duties of General Manager. Mr. Elliot 
was closely connected with the organisation 
of the railway-operated air services since 
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their inception, and became Chairman of 
Great Western & Southern Air Lines 
Limited, and a Director of ten air-line 
companies associated with the railways, in- 
cluding the very successful Channel 
Islands Airways. In 1935, in company 
with Sir Eustace Missenden, he visited the 
United States and Canada to study rail, 
road, and air conditions in those countries. 
Air Raid Precautions, both before the 
1939-45 war and during it, were largely 
in his hands, and he played an active 
part in the organisation of the Southern 
Railway Home Guard. In August, 1947, 
he was awarded the American Medal of 
Freedom with Bronze Palm for his ser- 
vices to the United States Armed Forces 
during the war. Mr. Elliot was appointed 
in 1943 to be Chairman of the managing 
committee of the Railway Research Service. 
He is a Director of British & Foreign 
Aviation Limited, Olley Air Service 
Limited, Thos. Cook & Son Ltd., Hay’s 
Wharf Cartage Co. Ltd., and other com- 
panies. 





Mr. C. K. Bird, hitherto Acting 
Divisional General Manager (Southern 
Area), L.N.E.R., who, as recorded in our 
November 28 issue, has been appointed 
Chief Regional Officer of the Eastern 
Region under the Railway Executive, was 
born in 1897. Mr. Bird was educated at 
King’s School, Grantham, and St. John’s 
College, Cambridge, where he was a 
mathematical scholar, and took first class 
honours in part I of the Mathematical 
Tripos, and was placed as Wrangler in 
part Il. He served during the war of 
1914-18 with the Honourable Artillery 
Company and the Royal Artillery. Mr. 
Bird joined the North Eastern Railway in 
1922 and gained experience in the Com- 
mercial and Operating Departments in the 
head offices at York, and subsequently at 
outside stations. In 1926 he was appointed 
Chief Staff Clerk to the District Superin- 
tendent, Leeds, and in 1928 to a similar 
post at Middlesbrough. In July, 1928, he 
was transferred to the Rates Office, York, 
where he represented the North Eastern 
Area on the Clearing House Classification 
and Container Committees. In 1929 he 
was appointed Head of the Rates & Statis- 
tics Section, Chief General Manager’s 
Office, and in 1932 also became respon- 
sible to the Chief General Manager for 
Parliamentary matters. In 1934 Mr. Bird 
was appointed Assistant Goods Manager 


(Southern Area), and in 1939 he became 
Assistant Divisional General Manager 
(Southern Area). Early in 1943 he was 
appointed Acting Goods Manager 
(Southern Area), in which post he was 
confirmed in April, 1945. He was 
appointed Acting Divisional General 


Manager (Southern Area) on the appoint- 
ment of Mr. V. M. Barrington-Ward as a 
member of the Railway Executive. 





Mr. C. P. Hopkins, M-Inst.T., hitherto 
Assistant General Manager (Traffic & 
Statistics), L.N.E.R., who, as recorded in 
our November 28 issue, has been appointed 
Chief Regional Officer of the North 
Eastern Region under the Railway Exec- 
utive, was educated at Archbishop Hol- 
gate’s Grammar School, York, and entered 
the service of the North Eastern Railway 
in 1916. He gained experience in various 
districts, and was appointed a_ traffic 
apprentice in 1921. After a period of 
special training he joined the staff of the 
Freight Rolling Stock Controller, 
L.N.E.R., he held the positions of Inspec- 
tor in 1927 and Chief Supervisory Clerk 
in 1929. He was appointed Traffic Assis- 
tant to the Continental Traffie Manager, 
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London, in 1932, and in 1937 became 
General ‘Assistant to the Superintendent 


(Eastern Section) (Southern Area). In 
1939 he was appointed Staff Assistant to 
the Superintendent (Southern Area). Mr. 
Hopkins was appointed Assistant Freight 
Rolling Stock Controller, York, in 1941, 
and later in the same year became Assis- 
tant Rolling Stock Controller. He was made 
Rates & Statistics Assistant to the Chief 
General Manager in 1942, and Assistant 
to the Chief General Manager in 1943. 
Mr. Hopkins was appointed to act as 
Assistant General Manager (Traffic & 
Statistics) in September, 1945, and was con 
firmed in that post in April, 1946. 





Mr. T. F. Cameron, M.Inst.T., hitherto 
Divisional General Manager (Scottish 
Area), L.N.E.R., who, as recorded in our 
November 28 issue, has been appointed 
Chief Regional Officer of the Scottish 
Region under the Railway Executive, was 
born in 1890, and was educated at George 
Watson’s College and the University of 
Edinburgh. He joined the North Eastern 
Railway as a traffic apprentice in 1912. 
After serving during the 1914-18 war with 
the Directorate of Light Railways in 
France, he was demobilised with the rank 
of Major, RE. In 1926 he became 
Mineral Traffic Controller, Hull, L.N.E.R., 
and, in 1929, Dock Superintendent, Tyne 
Dock. He was made Assistant District 
Goods Manager, Newcastle-on-Tyne, in 
1931, and two years later became Assistant 
District Superintendent there. In 1934 
Mr. Cameron was appointed Staff Assis 
tant to the Superintendent, York, and, in 
1935, Assistant to the Divisional General 
Manager (North Eastern Area). He was 
appointed Assistant Divisional General 
Manager (North Eastern Area) in 1936. 
Early in 1943 he was made Assistant to 
the Chief General Manager (Works), and 
later in the same year became Assistant 
General Manager (Works & General). 
During 1943-44 Mr. Cameron acted as 
Divisional General Manager (Scottish 
Area) during the absence of Sir Robert 
J. M. Inglis in India, and he acted again 
in that capacity after Sir Robert-Inglis had 
left for Germany in 1945 on Government 
service; he was confirmed in the post when 
Sir Robert Inglis retired from the L.N.E.R. 
in May, 1946. Mr. Cameron has always 
taken a special interest in the training of 
young men, and he is the author of a book, 
“An Outline of Railway Traffic Opera- 
tion,” published by the Railway Publishing 
Co. Ltd., which bears evidence of his 
understanding of the problems of the 
young students of railways. 


Mr: T. Hi. Moffat, hitherto Acting Chief 
Officer for Scotland, L.M.S.R., and Secre- 
tary of the Scottish Committee of the com 
pany, who, as recorded in our November 
28 issue, has been appointed Deputy 
Regional Officer of the Scottish Region 
under the Railway Executive, received his 
early training in the Accountant’s Depart 
ment, Caledonian Railway. He transferred 
to the General Manager’s staff in 1912, 
becoming General Assistant, and later 
Personal Assistant, to the General Manager. 
In 1916 Mr. Moffat inaugurated and was 
responsible for the Financial & Statistical 
Section of the Caledonian Railway, and 
three years later he was chosen to repre 
sent the Scottish railways on the R,E.C. 
Statistical Committee. During the 1914-18 
war he was responsible for all questions of 
Government control relating to the Cale- 
donian Railway. In 1922 Mr. Moffat be- 
came Principal Assistant to the General 
Manager of that railway, who, under the 
amalgamation, became Deputy General 
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Manager (Scotland), L.M.S.R. Mr. Moffat 
became Managerial Representative for 
Scotland and Secretary of the Scottish 
Committee of the L.M.S.R. in 1927, and 
held that dual position until 1932, when he 
was appointed Assistant Chief Officer for 
Scotland, continuing as Secretary of the 
Scottish Committee. Mr. Moffat took up 
his appointment as Acting Chief Officer for 
Scotland, retaining the Secretaryship of the 
Scottish Committee, in June last, on the 
retirement of Major Malcolm §. Speir. 
MINISTER OF TRANSPORT’S MESSAGE TO 
TRANSPORT STAFFS AND THE PUBLIC 


Sir Cyril Hurcomb, Chairman of the 
British [ransport Commission, on 
December 29 issued the following state- 
ment :— 

On New Year's Day, the railways 
together with their docks, hotels, road 


and steamship services, London Transport, 
and the canals of Great Britain pass into 
public ownership. To mark the occasion, 
the Minister of Transport has asked us 
to convey the following message to the 
public and to the staffs: — 

““T send best wishes for 
transport. Let us 


the new era in 
remember the past with 
gratitude for its great tradition of high 
standards of service, and greet the future 
with confidence and goodwill. May British 
Transport continue to contribute to the pros- 
perity and welfare of those who use it, and 
give pride and pleasure to all who are 
engaged in its service. 
ALFRED BARNES. 

The British Transport Commission offers 
its own greetings and good wishes to all 
members of the staffs and to the public 
for whom the services are run. 


Sir Cyril HURCOMB’S MESSAGE TO THE 
N.U.R. 
Sir Cyril Hurcomb, Chairman of the 


British Transport Commission, contributed 
the following message in the December 19 
issue of The Railway Review:- 

New Year’s Day, 1948, is an historical day 
in the long development of our railways, since 
it marks the transfer from private to public 
ownership, and opens the door for far- 
reaching co-ordination in all forms of inland 
transport. If this great venture is to succeed, 
the changes in organisation must have behind 
them the whole-hearted co-operation of all 
grades of railwaymen and = railwaywomen. 
Moreover, if we are to serve the community 
with maximum efficiency, then everyone of us 
in the Commission, in the Executive and all 
down the line, must realise an individual 
responsibility and the full meaning of the 
word service. Despite many economic 
troubles. great opportunities lie before us, and 
T have the utmost confidence in the men and 
women who faved so cheerfully hardships and 
perils during the war years and have done 
their work under continuing difficulties in 
davs of peace. If we pull together, British 
Railways will add new records to the proud 
records of the past and gain full benefit from 
the changes which are taking place. A Hapny 
New Year to you all from myself and my 
colleagues on the Commission. 


RAILWAY EXECUTIVE'S MESSAGE TO ALL 
RAILWAY MEN AND WOMEN 

The following message, signed by Sir 
Eustace Missenden, Chairman, for the 
Railway Executive, has been issued to ail 
railway men and women: 

On the first day of 1948 the railways of 
Great Britain become the property of the 
British Nation. From that day on every one 
of us railway men and women is working in 
the direct service of our country. And all 
that Britain means and can mean to us and to 
the world is something worth working for. 
In restoring, maintaining, and increasing the 
prosperity of Britain, British railways have a 
vital part to play—a part that nothing else 
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can play. We have to weld the great railway 
undertakings of the past into a still greater 
whole, into one organisation that will give 
the people and the commerce of Britain the 
best, the safest and the most efficient railway 
service in the world. In these days of diffi- 
culties and shortages, that will not be easy. 
You have accomplished wonders under the 
most difficult conditions of working and 
living. We shall do all we can to improve 
those conditions as resources are allotted to 
us, but it will need from all of us a lot of hard 
work, a lot of patience, and a lot of good 
humour. But to this great task those of you 
who have been long in the service bring 
unsurpassed practical experience; those of 
you who are younger can bring enthusiasm, 
energy and freshness. And we have our great 
traditions, traditions of service, of skill, of 
difficulties overcome, and of courage. Those 
traditions go on unbroken. Let every railway 
man and woman remember that, whatever his 
or her part in this vast organisation, it is 
important. That it counts in the comfort, 
courtesy, punctuality, economy, and safety of 
the service. That how it is done really 
matters. Our task is a great one and a difli- 
cult one, but we can do it—and we will. 


MESSAGE FROM SOUTHERN 
RAILWAY BOARD 

The following is an extract from the 
minutes of the final board meeting of the 
Southern Railway Company, held on 
December 18: 

The board of the Southern Railway, at this 
its last meeting before the transfer of its under- 
taking to the British Transport Commission, 
desires to place on record its appreciation of 
and gratitude for the services rendered by all 
the officers and staff of the company through- 
Out its existence as a statutory company. It 
wishes to express heartfelt thanks for the 
loyalty and devotion to duty which have 
been shown by all Southern Railway men and 
women and for their unfailing efforts to 
maintain the highest ideals of public service, 
both in war and in peace. It is the earnest 
hope of the board that the great traditions 
which have been built up in the Southern 
Railway will be carried on into the new and 
larger organisation of which this company 
will henceforth form an important part. In 
taking leave of the railway service, the board 
sends Christmas greetings to the men and 
women of all ranks who have served and who 
are serving the company, and couples with 
those greetings warmest wishes for their 
health, happiness, and good fortune in the 
vears to come. 


FAREWELL 





Mr. JOHN ELLIoT’S MESSAGE TO 
SOUTHERN REGION STAFF 

Mr. John Elliot, Chief Regional Officer 
has sent the following message, dated 
January 1, to all men and women of the 
Southern Region, Railway Executive :— 

Today the railways of Great Britain pass 
into the ownership of the State, which means 
all of us—those who work on the railways 
and those who use them. I know that every 
one of us who was yesterday a member of the 
Southern Railway staff will carry into the 
future the long and honourable traditions of 
public service which our old company built 
up, and, as a member of our new Southern 
Region, will strive with might and main to 
serve the public—not merely as well as in the 
past. but even better. We have been a happy 
family of railway folk, and * §.R.” has meant 
a lot to us. We are now members of a larger 
family. so let us keep our team spirit, 
working loyally together with pride in our 
service and for the public good. As Chief 
Regional Officer, I send you my _ sincere 
greetings and best wishes for your future 
well-being and happiness as a member of the 
staff of the British Railways. 


LETTER FROM MR. " Joun ELLIOT 
Mr. John Elliot, Chief Regional Officer, 
Southern Region, ‘Railway Executive, sent 
the following letter, to be received on New 
Year’s Day, addressed personally to all 
members of the staff of the region in 
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including 
and 


responsibility, 


positions of 
area _ inspectors, 


stationmasters, 
others: — 

Dear Sir,—Today, the first day in the life of 
the new “ British Railways,” 1 want to send 
you a personal message to wish you happiness 
and the best of luck in the new “ Southern 
Region.” I know that | can rely on your 
experience and knowledge to help the new 
machine to get a good stant, and I am con- 
fident that with common sense, and loyalty to 
each other, we shall get over whatever teething 
troubles there may be in the quickest possible 
time. We have all been proud of our old 
“S.R.,” and £ hope and believe we shall 
build up the new * Southern Region ” in the 
same friendly family spirit which has been 
such a notable’ characteristic of all 
* Southern’? men and women. On _ your 
example and leadership a great deal depends. 
1 know you will do your utmost to ensure 
success for the British Railways, for the 
lasting benetit of the public which now owns 
them. 

Yours very truly, 
JOHN ELLIOT. 
*THE RAILWAYS AND THE PUBLIC” 

In a statement on December 31, Sir 

Cyril Hurcomb, Chairman of the British 
taaeue Commission, said: 

With the new year, five months after the 
passage of the Transport Aci, the 
transfer of «the railways to public ownership 
takes effect and the British Transport Com- 
mission, in which the undertakings of the 
four main-line railways and various smaller 
railways will then vest, will have taken the 
first steps to create the necessary organisation 
for working of the whole as an iniegrated 
unit which, in turn, will be integrated with 
the other branches of transport vested in the 
Commission. It is a very difficult task, 
although, in some respects, not more so than 
that which confronted the four amalgamated 
railway companies when they came into being 
twenty-five years ago. some eighteen monihs 
after the passing of the Railways Act of 1921. 
Then about twenty major and nearly one 
nundred minor railway companies, with long 
established traditions, methods, and legal 
obligations which differed greatly, had to be 
fused into four new units and a new and 
uniform system of charges created. It was 
necessarily a slow process. The new scheme 
of charges did not apply until 1928 and the 
physical and organisational changes took 
even longer to complete, particularly on the 
two larger systems whose problems were many 
and intricate. The systems of management and 
operation ultimately evolved differed widely 
in form but, as their services during the war 
demonstrated, each of the companies had 
developed an crganisation in which the old 
elements had become fused. 

On New Year’s Day, 1948, the British 
Transport Commission takes over the rail- 
ways which are giving effective service despite 
the fact that they have suffered physically as 
much as, and possibly more than, any other 
industry from «the direct and indirect effects 
of the war and the difficult period which has 
followed it and still continues. Huge accu- 
mulations of repairs and replacements have 
yet to be tackled before the structures and 
rolling stock can be restored to pre-war con- 
dition and the flow of development and 
improvement resumed, but at present the 
national resources in steel, timber and other 
products cannot be allocated in sufficient 
quantities, since other national needs are held 
to have equal or even higher claims. 

Parliament has laid on the British Transport 
Commission certain responsibilities which i 
cannot properly delegate to others, but Parlia- 
ment has also accorded to the Commission 
wide powers of de! egation of authority to 
the various Executives which have been or 
are being established as the Commission’s 
agents in the different fields of transport. 
The Commission must see that the activities 
and policies of these Executives are properly 
correlated. It must also control on broad 
lines the expenditure on current purposes 
(a control particularly necessary in present 
economic circumstances), and, in more detail, 
expenditure on capital purposes, including the 
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allocation of funds for new works and 
development. So far as possible, this control 
will be etlected through approval of the 
budget of the Railway Executive. The general 
level of charges 1s another illustration of those 
questions of major policy which wt must fall 
to the Commission to determine. The precise 
ways and means of exercising control will be 
modified, and exiended or relaxed, as curcum- 
siances appear to warrant. Flexibility 1s 
essential and, if that is kept in mind trom 
the start, will not be difficult in application. 
Buy the responsibility of the Commussion will 
not streich oul to matters of management 
and operation. All this range of funcuons 
and duties is remitted vo the Railway Execu- 
tive by a scheme ot delegation, which does 
not, and could noi, lay down a detailed code 
of responsibility for the day-to-day working 
of the railway system during the iwenty-four 
hours of each day of the week by a staff of 
over 600,000 men and women who perform 
millions of separate acts of service to the 
public each day, but is far reaching and 
oroadly expressed. 

Ihe re-organisation of railway administra- 
tion which the Commission has introduced 
in preparation for the vesting date is based on 
certain main principles:—(1) reservation io 
the Commission of necessary control of 
major questions and policy, including budgei- 
ary control of finance; (2) subject to such 
control, delegation of the widest nature to 
the Railway Executive of the activities and 
responsibilities of managing, operating and 
maintaining the railways; (3) further deceniral- 
isauon through the creation of a number ol 
regions which must not be unwieldy in size 
but cannot be multiplied without full regard 
to the flow of trattic and other practical con- 
siderations ; (4) devolution to regional officers 
generally of all powers consistent with 
nauonal standards and the full exploitation 


of the advantages to be derived from unifica- 
tion, and devolution to the Chief Regional 


Officer in particular of the authority necessary 
to enable him to co-ordinate and to control 
the internal working of the region. 

In the administration of our railways there 
is a well understood chain of responsibilities 
beginning at the passenger and goods stalions 
and running through district and divisional 
officers to headquarters. At headquarters 
hitherto the chain has continued through chief 
functional officers to the General Manager 
(or an Executive Committee on the L.M.S.R.) 
and the boards of directors appointed by the 
proprietors. In future the British Transport 
Commission will take over the powers residing 
in the boards of directors, together with the 
new powers and duties laid on it by Parlia- 
ment, and will hold the properties in trust 
for the nation. The Railway Executive will 
represent a unified management and technical 


direction under the scheme of organisation 
already announced, but there will be no 
change at the stations or in the districts, 


which are the points of contact most directly 
affecting the public. Moreover, in each of 
the six regions now created there will be a 
principal officer, the Chief Regional Officer, 
able to deal with all matters which directly 
affect the public in his region. Subject to 
budgetary control of expenditure, and train 
mileage, local questions affecting the region 
will be for him to settle, working in conjunc- 
tion with the functional officers in the 
regions. The Chief Regional Officer cannot 
of course be made responsible for the design 
of rolling stock common to the whole railway 
system, or for the standards to which the 
track is to be maintained, or for through 
train services, or for the general level of 
charges which must have a national basis. 
The technical work of the engineers will not 
be his responsibility, but new developments 
of 2 major character in the region will be for 
him to propose. The reasons for this distri- 
bution of responsibility are not far to seek. 
For example, supplies of wagons and, in a 
lesser degree, carriages and locomotives, 
cannot be held in a region for exclusive use 
of that region. The member of the Railway 
Executive who deals with operating will 
therefore arrange, through the continuous 
contacts of his central control with the oper- 
ating officer in each region, for the distribu- 
tion of the rolling stock and for the working 
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of through trains. But if the Chief Regional 
Officer feels that his region is not beimg 
adequately served he will have recourse to the 
Railway Executive. 

It is the policy of the Commission to ensure 
that local interests and needs shall be con- 
sidered and served rapidly and efficiently: 
and everything possible will be done not only 
to maintain existing contacts and powers of 
district and regional officers, but to extend 
them. 





UNVEILING OF PORTRAIT OF DAVID JONES. 
—Last month Mr. Allan Yeaman, District 
Goods & Passenger Manager, Inverness, 
L.M.S.R., unveiled a portrait of the dis- 
tinguished Locomotive Superintendent of 
the former Highland Railway, Mr. David 
Jones, presented to the L.M.S.R, by his 
daughter, Miss Mary Beales Jones. David 
Jones was the pioneer in Great Britain of 
the 4-6-0 wheel arrangement, 


Central Uruguay Railway Co. 
of Monte Video Ltd. 


The annual general meeting of the Cen- 
tral Uruguay Railway Co. of Monte Video 
Ltd. was held in London on December 16, 
1947, Brig.-General F. D. Hammond, 
Chairman of the company, presiding. 

The Chairman, in a statement issued 
with the report and accounts, said he re- 
gretted having to record for the year 
1946-47 a fall in the balance on revenue 
account from £241,656 to £36,637. This 

had been due to a drop in gross receipts 

of £146,045, or 7 per cent., ‘coupled with 
a rise in working expenses ‘of £58,974, or 
3 per cent. The heaviest loss in revenue 
had occurred in goods traffic, and was due 
mainly to the revival of road competition. 
During the war the shortage of motor 
fuels, tyres, and spare parts hampered 
their rivals, and in addition the shortage of 
fuel for domestic and industrial use gave 
the company a large traffic in firewood and 
charcoal. All this had now altered, and 
their competitors had the further tem- 
porary advantage that their engines and 
tyres were mostly new, so their bills for 
maintenance and renewals were much be- 
low normal. The only remedy was a sys- 
tem of co-ordination by means of which 
each method of transport would be used 
in the particular sphere to which it was 
best adapted, and the sooner steps were 
taken to this end the better for the whole 
country. 

Livestock had shown a heavy decrease 
of £56,000, or 15 per cent., due to the 
great drought of 1942-43, from the after- 
math of which the cattle population of the 
country had not yet recovered, and to the 
fact that since then recovery had been de- 
layed by droughts on a smaller scale. As 
a result they carried only 403,220 head of 


cattle in 1946-47, as against 957,356 in 
1941-42. Livestock rates had been raised 
by 5 per cent. 

Passenger traffic, despite competition, 
showed an increase in numbers and re- 
ceipts, and this was in spite of a strike 


during May which lasted for three weeks. 
Here again, as part compensation for wage 
increases imposed on the company, they 
Te fares by 5 per cent. as from Febru- 
ary 1. 

On the expenditure side there had been 
an increase of £55,177 in wages and 
salaries, including the compulsory contri- 
bution to pension fund and family allow- 
ances. The main increases in wages were 
imposed after the strike in November, and 
while the salary board was still deliberating 
on the demand from the men, the Rail- 
way Union declared a strike only a few 
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days before the general and presidential 


elections. The Government intervened, 
fearing a total interruption of railway 
communications throughout the country 


which would frustrate the holding of pro- 
per elections, The men’s demands were 
awarded in full as a provisional measure, 
the Government agreeing to defray the 
extra cost for three months. Ultimately 
the full burden fell on the company, and 
would operate during the whole of the cur- 
rent year, as against only five months in 
the year 1946-47. 

Expenditure under the heading of taxes 
and municipal charges in Uruguay 
amounted to £52,125, as against £28,352 
in 1945-46, a rise of no less than 84 per 
cent. in a single year. Part of this increase 
was being contested, but they had made 
a reserve against it as a precautionary 
measure. 

As against these factors they had a de- 
crease in fuel costs of £23,107. It was no 
longer necessary to burn wood, and their 
consumption of coal had been much re- 
duced. In addition there was a reduction 
in the cost of fuel oil. It was hoped to 
relay 50 km. of rails and complete the 
ballasting of 70 km. on the Nico Perez 
line in the current financial year. 

The report and accounts were adopted. 


Eesgsidion heliewy Co. Ltd. 


The annual general meeting of the 
Leopoldina Railway Co. Ltd, was held at 
Winchester House, Old Broad _ Street, 
London, E.C.. on December 18, Mr. C. H. 
Pearson, Chairman of the company, pre- 
siding. 

The Secretary, Mr. I. H. G. Gilbert, read 
the notice convening ho meeting and the 
auditors’ report. 

The Chairman, in moving the adoption 
of the report and accounts, recalled in his 
opening remarks the untimely death of Sir 
Henry Chapman, which took place last 
July. They deplored the loss of a highly 
competent adviser, and an esteemed friend. 
The gap had to be filled, and he was happy 
to state that they had been fortunate in 
securing the acceptance by Sir James 
Milne, formerly General Manager, G.W.R.. 
of ther invitation to join the board of the 
company. The advent of his expert know- 
ledge would be of high value in confront 
ing the tasks and respons. bilities with which 
they were encharged 

Once again there was a small improve- 


ment in net receipts—£345,000, against 
£291.000 in 1945. These were, however, 
still insufficient to cover the liabilities 


accrued during the year in respect of the 
debenture issues and the guarantee to the 
Leopoldina Terminal Company, with the 
result that a loss for the year of £34,439 
was recorded on net revenue account. 
While this result was an improvement on 
that of the preceding year, the fact re- 
mained that losses have been incurred for 
14 years past, and, making every allowance 
for the consequences of world disturbance, 
they were yet far from receiving reason 
able reward for their service and work. 
There was one aspect of their operating 
position to which he wished to draw atten- 
tion, namely, that apart from the ever- 
present problem of supplies—particularly 
fuel—and their purchase price, which con- 
tinually and prejudicially affected their 
working results, no less than half their run- 
ning costs were under the one head of 
wages to staff, and, whatever might be the 
guiding causes, uncontrollable by them. 
Both their staff bill and fuel costs were 
over three times what they were in 1938, 
the last year before the outbreak of war. 
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On the other hand, labour legislation in 
Brazil was of an advanced and compli- 
cated nature, and ways of economy jn its 
obligatory fulfilment were not easy to find, 
nor, unhappily, was jit always conducive to 
the most efficient working. 

From results of working up to date, it 

was apparent that 1947 would be a most 
disappointing year, As the year progressed, 
instead of the weekly traffics increasing as 
they should, they remained stationary. or, 
even, as of late, showed a decline. In the 
result ithe increased rates aushorised in 
September, 1946, when applied to the 
smaller traffics offering had been quite in- 
adequate to offset the increased wages they 
were designed to cover. 

This unfortunate state of affairs had 
been brought about by a marked decline 
in passenger journeys and of tonnage of 
some of the more remunerative items of 
parcels and goods as compared with the 
same period of 1946. 

With regard to 


about the ac- 


rumours 
quisition of the railway by the Brazilian 
Government, the Chairman said that no 


approach to the company had been made 
in this matter. The statement issued to 
this effect nine months ago was as true now 
as it was then. No indication had been 
received of when the proposed mixed com- 
miss.on to study the needs of the Leo- 
poldina Railway, among other companies, 
would begin its deliberations. Neverthe- 
less, it was evident that in the interests of 
all, this question should not long be post- 
poned. Re-equipment and improvements 
were patently necessary for the efficiency 
of the service which the country’s econo- 
mic developments demanded. It was 
equally evident that this could be effected 
only with the understanding and assistance 
of the Brazilian Government. 

On the general revenue position of the 
company, they were rightly, clearly, and 
constantly making all representations to the 
govern.ng powers and asking for the re- 
medial assistance so urgently required. 
[The various authorities in Brazil with 
whom they had to deal should show un- 
derstanding of the company’s problems, 
and their relations remained on a most 
cord.al plane. 

The report and accounts were adopted. 


Partition of the Indian Government 
Railways 

(Concluded from page 13) 
dislocated normal services between Delhi 
and the West Punjab that the routine 
maintenance of track and rolling stock is 
falling badly in arrears, whilst the economy 
of the provinces concerned is being affected 
adversely by the stoppage of normal traffic; 
and the earnings of the railways as a 
whole must be seriously affected. 

In Assam, the setting up of a new head- 
quarters at Pandu has presented difficulties, 
both of accommodation and of a political 

nature (the Assamese object to the influx 
of Bengali staff into their country) which 
will take time to overcome. 

Despite all these handicaps, the railways 
of India and Pakistan continue to provide 
the best service that they can, and it is to 
be hoped that the general situation will 
permit them to catch up on their arrears, 
overcome their staffing difficulties, and pro- 
gress as they have done continuously for 
the past 98 years. Their centenaries 
draw near. The G.I.P. Railway Company 

was formed in 1849, and the first railway 
in India, from Bombay to Thana, was 
opened to traffic in 1852. May they be in 
a position to celebrate that centenary in 
proper style. 
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Brush Electrical Engineering 
Co. Ltd. 


The annual general meeting of the Brush 
Electrical Engineering Co. Ltd. was held 
in Loughborough on December 23, Sir 
Ronald W. Matthews, Chairman of 
company, presiding. 

The Chairman, in moving the adoption 
of the report and accounts, said he would 
ask his statement, which had been circu 
lated already, to be taken as read. The 
location of the annual general meeting, 
and the date on which it was arranged, 
had been the subject of a certain amount 
of criticism. He therefore explained that 
it had been the custom of their company 
for many years to hold their annual 
general meeting at the works, and the 
normal practice was followed this year. 

He apologised that the meeting should 
be held so near Christmas, but as had 
been explained in the report, the directors 
decided in the interests of stockholders 
to issue with the accounts to December 3}, 
1946, the latest available statement of the 
interim results of trading for 1947. This 
necessitated the taking of stock at the 
close of business on October 5, the pre- 
paration of accounts to that date, and the 
auditing of those accounts, 

After allowing time for printing and 
giving notice of the meeting, the earliest 
date on which the meeting could be held 
io comply with the provision in the Com 
panies’ Act that the annual general meet 
ing should be held within the calendar 
year, was December 23. 

The Chairman thought it also appro- 
priate to mention that since the issue of 
the directors’ report and accounts, interim 
reports for periods 11 and 12 of 1947 
disclosed a profit of over £100,000, bring- 


the 


ing the aggregate profit to the end of 
November, 1947, to something in excess of 
£300,000. 


The company had been fortunate in the 
last two years in being able to supple 
ment this turnover in its own products, 
and so satisfy customers who otherwise 
would have been given longer delivery 
dates; and to add to its gross profits by 
the purchase or re-purchase, recondition- 
ing, and sale of wartime produced equip- 
ment, mainly of its own manufacture. 
This added some £66,000 to the gross 
profits, subject to overheads, in the period 
to October 5, and while further profits of 
this nature were still being earned, they 
were no longer significant in relation to 
the earnings on the company’s own manu- 
facturing activities. 

In his statement issued with the report 
and accounts, the Chairman said that the 
company’s turbine division had important 
potentialities for the future. It was pro 
posed to concentrate in future on a 30- 
MW. generating plant, and the company 
was concentrating also on a range of 
smaller axial-flow machines of up _ to 
5,000 kW. 

Recently the company had completed 
several power equipments for diesel-electric 
shunting locomotives at home and abroad, 
and was expanding its range of switchgear. 
The construction of small petrol engines 
was being increased, and the company 
was negotiating for the acquisition on a 
share exchange basis of the shares of 
Mirrlees, Bickerton & Day Limited and 
J. & H. Maclaren Limited—two old- 
established firms manufacturing diese! 
engines, 

The report and accounts were adopted. 
and the meeting sanctioned the raising of 
the company’s borrowing powers up to a 
sum not exceeding twice the £1,190,000 
issued capital. 
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First Main-Line Diesel-Electric Locomotive, L.M.S.R. 


On Thursday, December 18, Sir Robert 
Burrows, Chairman of the L.M.S.R., and 
Sir George Nelson, Chairman & Managing 
Director of The English Electric Co. Ltd., 
performed a brief ceremony at Euston 
Station on the departure of the first main- 
line diesel-electric locomotive in_ this 
country, L.M.S.R. No. 10000, which made 
a short demonstration run. Details of the 
locomotive are given elsewhere. 

Sir Robert Burrows, in wishing success 
to the new locomotive, said that it was the 
first time that a miain-line diesel-electric 
locomotive had run on rails in this country, 
and great credit was reflected not only on 
Mr. H. G. Ivatt, the Chief Mechanical 
Engineer, and his staff, but also on The 
English Electric Co. Ltd., which had sup- 
plied within a short time the diesel-electric 
equipment. He hoped that the locomotive 
would assist the country in its drive for 
exports, and he felt sure that many over 
seas buyers would come to see it and 
would be interested in its operation. The 
L.M.S.R. had had long, close, and very 
friendly associations with The English 
Electric Co. Ltd., and he was pleased to 
welcome Sir George Nelson. 

The birth of this new locomotive had 
not been accomplished without its pangs, 
but he felt that he could describe Mr. 
Ivatt as the mother of the locomotive, with 
The English Electric Company as_ the 
father. 

Sir George Nelson said that the whole 
project had come into being as a result 
of an informal luncheon held in April 
last. At that time there had been nothing 
even on the drawing boards, and it was a 
great tribute to Mr. R. A. Riddles, 
iL.M.S.R, Vice-President, Mr. Ivatt and his 
assistants, and the draughtsmen that it 
had been possible to bring the project then 
discussed to fruition’ in so short a time. 
He felt that they were celebrating a 
national event that would be of great value 
in assisting the country in its export drive, 
and might help to close the gap in the 
balance of payments. Hitherto, the British 
manufacturers of diesel-electric locomotives 
had been at a disadvantage in comparison 
with their American competitors. Whereas 
any potential purchaser of diesel-electric 
locomotives in the United States could see 
similar products running on a great many 


of the American railways, in this country 
manufacturers had to show the buyers 
products running on railways overseas. In 
future, however, they would be able to 
invite them to see the diesel-electric loco- 
motive which was now about to make its 
first trip, and the performance and operat- 
ing data which would result from its use 
in this country would be of great value. 


‘¢Sir William Stanier ”’ 
Locomotive Named at Eusion 


Before the inspection of the new 
L.M.S.R. steam 4-6-2 locomotive No. 
6256, and the new diesel-electric unit 
No. 10000 on December 18 (see 


pages 16 and 20), a ceremony was held at 
when 


Euston No. 6256 was named Sir 
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of the 4-6-2 type on the L.M.S.R. system. 

Sir Robert Burrows, Chairman of the 
L.M.S.R., presided at the ceremony, which 
was attended by a number of the directors 
and present and retired officers of the com- 
pany. Recalling that he himself had par- 
t.cipated in a number of ceremonies in 
which engines had been named after regi- 
ments, cities, and colonies, but that this 
was the first ceremony he had attended 
where the engine was named after an in- 
div.dual, Sir Robert Burrows declared that 
never had the L.M.S.R. had a better engine 
or a better name connected with it. 

“ This type of locomotive has worthily 
played its part and has proved itself over 
the past ten or twelve years,” went on Sir 


Robert. “The class contributed not a 
little to the success with which the 
LsM.S.R. surmounted the difficulties of 


wartime, and it is to Sir William Stanier 
that we owe it.” 


In a personal tribute to Sir William 





Sir William Stanier (left) and Sir Robert Burrows (right) on the footplate 


William A. Stanier, F.R.S. Sir William 
Stanier was Chief Mechanical Engineer of 
the L.M.S.R., 1932-1944. and was re- 
sponsible, inter alia, for the introduction 











Stanier, the Chairman said that by his own 
efforts Sir William had reached the highest 
spheres of scientific achievement and re- 
cognition. The debt which the L.M.S.R. 





On the left, Mr. H. G. Ivait, Chief Mechanical Engineer, at the controls of the new diesel-el<ctric locomotive, 
and, on the right, Sir Robert Burrows, Chairman, L.M.S.R., and Sir George Nelson, Chairman & Managing 
Director of The English Electric Co. Ltd., before the inaugural run 
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owed to him was difficult to assess. He 
reduced the number of locomotive types. 
simplified their design, and increased their 
availability. With all his distinctions he 
remained a railwayman, and his first love 
—the locomotive—remained his last love. 
He had given to it 52 years’ service, and 
looked like giving many more. 

Sir William Stanier, in reply, expressed 
his deep appreciation of the honour which 
the company had shown him in bestowing 
his name on the new locomotive, and of 
the encouragement and help which he, 
during his service as Chief Mechanical En- 
gineer, had received always not only from 
the directors and the management, but also 
from all ranks of the drawing office. works, 
and motive power staffs. 

Sir Robert Burrows and Sir William 
Stanier afterwards inspected No. 6256, 
which was manned for the ceremony by 
Driver Munslow and Fireman Bridges, of 
the Camden motive power depét. 


Questions in Parliament 


Employment at L.M.S.R. Derby Works 

Group-Captain C. A. B. Wilcock (Derby 
—Lab.) on December 10 asked the Minister 
of Transport why instructions had been 
issued to the effect that men over 50 years 
of age were not to be taken on for em- 
ployment at the C.M.E, depot of the 
L.M.S.R. Works, Derby. 

Mr. L. J. Callaghan, in a written answer, 
stated: 1 am advised that no such instruc- 
tion has been issued. 


Transport of Coal 

Mr. T. F. Hubbard (Kirkcaldy—Lab.) 
on December 8 asked the Minister of 
Transport if he was aware that a Danish 
steamer had recently discharged a cargo 
of Polish coal at Leith to be transported 
by rail to Dundee; and why thai coal had 
not been shipped direct. 

Mr. L. J. Callaghan stated in a written 
answer: Because all the cargo was not 
intended for Dundee. It was only one of 
13 depots on the London Midland & Scot- 
tish and London & North Eastern Rail- 
ways to which this coal was distributed. 
Appointment of Mr. F. A. Pope : 

In the Northern Ireland House of 
Commons on December 16 Mrs. Calvert 
(Queen’s University—Ind.) asked the Par- 
liamentary Secretary to the Ministry of 
Commerce to state the necessity for the 
appointment of a full-time Chairman of 
the Northern Ireland Road Transport 
Board at a salary of £6,000 per annum, in 
view of the prosperity of the undertaking 
under a part-time Chairman at two hun- 
dred guineas per annum. 

Major J. R. Perceval-Maxwell (Parlia- 
mentary Secretary, Ministry of Com 
merce): The appointment of Mr. F. A. 
Pope as full-time Chairman of the Road 
Transport Board is the first step taken in 
the implementation of the policy of the 
co-ordination of road and rail transport 
in Northern Ireland as set out in the 
White Paper and approved by Parliament. 
Mr. Pope will eventually be the Chairman 
of the new transport undertaking in which 
road and rail undertakings in Northern 
Ireland will be merged. 

Major Perceval-Maxwell added that Mr. 
Pope possessed unique qualifications foi 
the difficult task and had acquired great 
knowledge of all aspects of railway man- 
agement as Vice-President of the London 
Midland & Scottish Railway. He had also 
gained an intimate knowledge of local con- 
ditions, being a past Manager of the 
L.M.S.R. system in Ulster. He would be 
granted similar superannuation rights to 
those which he enjoyed as Vice-President 
of the L.M.S.R. 


and heavy hearts. 
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Southern Railway’s 25 Years 


Mr. John Elliot’s Resumé of Achievements 


The last muster of directors, officers, and 
retired officers of the Southern Railway 
took place on Wednesday last at the 
Charing Cross Hotel at the annual 
luncheon, at which it has been the custom 
of the board to entertain its officers. Mr. 
John Eiliot, who became General Manager 
on the retirement of Sir Eustace Missen- 
den, and who is now Chief Regional 
Officer, Southern Area, in the course of 
his speech said that it had been well said 
that every time we said good-bye, a part 
of us died. That day was for everyone 
a time for looking back, for memories, as 
it was also a time for pride in the things 
they had done together, in the name they 
had made of the word “ Southern”; a time 
too for thinking of those who had come 
part of the way and were gone; of those 
who had retired fuli of achievement, 
some of whom were present to say good- 
bye. 

“* Chief in our thoughts are the members 
of our honoured board, the directors who 
today lay down their charge and of whom 
We musi take our leave. Let no one believe 
that we, the officers, can lightly transfer 
our allegiance over-night; let no one 
imagine that we can change old well-loved 
masters for new without troubled minds 
For all that they may 
say and write about the faults of private 
enterprise—and there have been faults— 
we, who have been trained in it and have 
given much of our lives to it, know that in 
railways, and in our railway in particular, 
it has provided a fine service for the public. 
much happiness to its staff, and a relation- 
ship between its directors and its officers 
the like of which this industry will never 
see again. Nevertheless, the officers are 
going on because they can do no other, 
nor wish to. The railways must run, the 
public must be served, the will of Parlia- 
ment must be upheld. So we shall do our 
utmost in the years to come, as you have 
encouraged and taught us to do it in the 
happy years gone by. As railwaymen we 
have no politics. You would wish it so, 
and that makes our task the easier.” 

Twenty-five years ago the Southern 
Railway Company had begun its corporate 
life, and the board and the officers of that 
day started it on its vast, emphatic course. 
Few of those pioneers remained, but they 
saluted with special pride Sir Francis Dent, 
sole survivor of that first board; Sir 
Herbert Walker, then a Joint General 
Manager: Edwin Cox, the first Traffic 
Manager; George Ellison, man of the blitz, 
“our tin-hat Engineer,” Gilbert Szlumper. 
a happy Southerner to the life; and to 
Eustace Missenden, whose greatest gift to 
the officers was the steadiness of his war 
leadership, they wished well in the great 
task he now faced, and pledged their 
support. To them, to all the other direc- 
tors and retired officers present, the still 
serving officers about to enter the State 
railway service, offered a sad, affectionate 
farewell. 

Mr. Elliot continued by thanking the 

hairman, and each director individually, 
for two things without which nothing of 
real worth could have been achieved— 
first for the bold, energetic policy which 
they had charged the officers to carry out 
for the best part of a quarter of a century 
of vigorous railway development, and 
secondly for the finance so courageously 
placed at their disposal. What honours 
crowded the Southern flag! Immense 


military tasks safely performed in two 
great wars; it was no exaggeration to say 
that, had the railway failed the country, 
the result might have been catastrophe 
instead of victory. Electrification, the 
largest of its kind in the world, which 
transformed the system and enabled it to 
offer to the public of Southern England 
services which had become a by-word for 
efficiency; Southampton Docks. Britain’s 
No. 1 Passenger Port; the Continental 
services, the “Golden Arrow” and 
“ Night Ferry,” the splendid fleet with its 
renowned captains, its efficient and cour- 
teous ships’ companies; new trains and en- 
gines, ever-improving track, widespread 
colour-light signalling; freshly equipped 
workshops and repair-shops, new stations 
and sports grounds and welfare services, 
training college and old folks’ home—the 
list was endless. 

While he believed it to be true that the 
great majority of the staff was looking 
forward to working for the State, he be- 
lieved it to be none the less true that 
every Southern man and woman, whoever 
he or she might be—in the busy London 
terminals, in the signal boxes, large and 
small, in the ships and the workshops, in 
the offices and on the permanent way, on 
the locomotive footplates and in the 
motormen’s cabs, in the guards’ vans and 
on the platforms from Kent to Cornwall— 
knew full well that farewell goes out sigh- 
ing. All rightly felt that they were wit- 
nessing a great event, the end of an era 
and the beginning of another. and all 
would pause for a moment to take stock 
of themselves. In that pause each one 
would recall the friends he had made, the 
fine things he had done and seen, the 
difficulties he had faced and the problems 
he had solved. No man could give the 
best years of his working life to a living 
organisation and shed its traditions in a 
working day. They would be “ Southern ” 
to the end of their lives, though not less 
loyal to the new system for all that, if in 
its turn the new system was worthy of 
their loyalty. 


GREAT ONES OF THE PAST 

As they stood leaning out of the win- 
dows to wave good-bye, they seemed to 
sense the presence on the platform of the 
great ones of their past, who built and 
made the railway and sustained it through 
the roaring century—men like Charles 
Scotter, Staats Forbes and his implacable 
rival. Edward Watkin, and Hugh Drum- 
mond, first of the Southern Chairmen; 
Beattie and Adams, Dugald Drummond 
and Urie, Stroudley and Stirling, locomo- 
live kings of their day, to whom a General 
Manager meant simply nothing; Sam Fay, 
still very much alive, Henry Holmes. and 
Finlay Scott, Charles Morgan, Percy Tem- 
pest, Jacomb Hood, and A. W. Sziumper: 
Godfrey Knight, Charles Sheath and 
William Bishop; and surely, hurrying 
through the barrier to see his beloved 
family off, Rob. Holland-Martin, a smile 
of understanding on his face. 

“With pride then in our past, heartened 
by our traditions and sustained by your 
friendship, with faith in ourselves and in 
the British Railways, we go forward once 
more, to face an even bigger task, to serve 
an even larger public. If goodwill. good 
training and common sense mean what 
they used to mean, we shall not fail,” con- 
cluded Mr. Elliot. 


MEN RRR TS AS 


Witha 
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None of the vacancies on this page relates to a 
man between the ages of 18 and 50, inclusive, or a 
woman between the ages of 18 and 40, inclusive, 
unless he, or she, is excepted from the provisions of 
the Control of Engagement Order, 1947, or the 
vacancy is for employment excepted from the 
provisions of that Order. 


Crown pong for the Colonies 


A PPLICATIONS from qualified 
invited for the following post :— 
ACCOUNTING ASSISTANT required by the 
Government of Tanganyika Territory for the 
Accounts Department of the Railways and Port 
Services for one tour of 24 to 36 months in the 
first instance. Salary according to qualifications, ex- 
perience, and war service in scale £300 by £18 to 
£480 a year, plus cost-of-living allowance between 
£75 and £120 a year according to basic salary. <A 
separation allowance is also payable in certain circum- 
stances. Outfit allowance of £30 payable in United 
Kingdom on first appointment, plus further sum, not 
exceeding £30, payable in Tanganyika. Free passage 
and quarters. Candidates, not over 30, should have 
had a secondary education and good general account- 
ing experience on a Home Railway, either in the 
Iraffic Department on compilation of station accounts 
or in the Mechanical Engineering Department. Apply 
at once by letter, stating age, whether married or 
single, and full particulars of qualifications and ex- 
perience, and mentioning this paper, to the CROWN 
AGENTS FOR THE COLONIES, 4, Millbank, London, 
S.W.1, quoting M/N/18015 on both letter and 
envelope. 


candidates are 
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OFFICIAL NOTICES 


Crown Agents for the Colonies 


APPLICATIONS from qualified candidates are 
invited for the following post:— 

TRAFFIC INSPECTOR required by Government 
of Gold Coast for Railway Department for two tours 
oi 18 to 24 months, with prospect of permanency. 
Salary £450, rising to £600, a year plus overseas pay 
£150 or £200 a year. Commencing salary according 
to age and war service. Outfit allowance £60. Free 
Passages and liberal leave on full salary. Candidates, 
not over 30, must have had practical experience in 
the Traffic Department of a British Railway, and 
possess a thorough knowledge of train working, both 
Passenger and goods (operating and commercial), rail- 

way signalling on both single and double lines; small 
Station working and accounts. Apply at once by 
letter, stating age, whether married or single, and full 
particulars of qualifications and experience, and men- 
tioning this paper, to the CROWN AGENTS FOR THE 
Cotonigs, 4, Millbank, London, S.W.1, quoting 
M/N/23591 on both letter and envelope 


[NTE SRNATIONAL RAILWAY ASSOCIATIONS 
Notes on the work of the various associations 
concerned with International traffic, principally on the 


European Continent. 2s. By post 2s. 2d. 


MECHANICAL APPLIANCES FOR HANDLING 

AILWAY TRAFFIC. By G. Bulkeley. An 
pow... of the employment of mechanical appa- 
ratus for handling and carting general goods Cloth. 
z} * by 5 in. 132 pp. Lllustrated. ‘Ss. By post 
5s. J 
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North Western Road Car Co. Ltd. 


C ONSEQUENT upon the present Secretary being 
appointed to another post with an Associated 


Company, applications are invited to fill the follow- 
ing position or positions: 

(1) Secretary-Accountant, preferably a qualified 
man with experience of commerce, accountancy, 
taxation and handling of staff, 

or 
(2) (@ Secretary and Commercial Officer with 


knowledge of secretarial and commercial practice, and 
handling of staff, 

(b) Accountant, preferably qualified, with sound 
knowledge of financial and cost accounts, and taxa- 
uon. 

The Company operates over 500 omnibuses in 
Cheshire, Derbyshire and South East Lancashire, and 
employs approximately 2,500 people. 

Write in confidence giving details of age, qualifi- 
cations, experience, present position, when available, 
and salary required to: THE MANAGING DIRECTOR, 
NorTH WESTERN ROAD Car Co. LtTpD., 88, Kingsway, 
London, W.C.2 
STEEL STRUCTURES purchased, dismantled and 

removed. Industrial steel structures re-built, re- 
roofed and renovaged. Steel factory buildings dis- 
mantled, re-erected or adapted on other sites.— 
BELLMAN HANGARS LIMITED, Terminal House, Gros- 
venor Gardens, London. S.W.1. Sloane 5259 


st ATION DESIGN. A striking examele of modern 
British practice at the important wayside station 

from The Railway Gazette, 
Post free 1s. 2d. 


Reprinted 
Price 1s. 


of Luton. 
July 7, 1944. 








Notes and News 


Collision on French National Railways. 

A collision occurred at Clermont Fer- 
rand on December 12 between a railcar 
running between Clermont Ferrand and 
Montlucon, and a mixed train. It was 
announced officially that 17 persons were 
killed and more than 20 injured. 


Brush Electrical Engineering Co. Ltd.— 
A net loss of £778,081 is shown in the 
report for the year ended December 31, 
1946. The debit balance to be carried 
forward is £49,492, Sir Ronald W. 
Matthews, Chairman of the company, says 
in a statement issued with the report that 
the unsatisfactory results for 1946 arose in 
part from declining turnover, coupled with 
expanding overheads resulting from the 
rebuilding of a peacetime staff. As a not 
unsatisfactory profit for the period to 


September 30 is disclosed in the report, Sir 
Ronald Matthews confines his remarks 
principally to the company’s prospects. 
The Turbine Division has important poten- 
tialities, and orders have been obtained for 
5,000-kKW. generators driven by Brush 
Ljungstrom machines. Production of 
motors and switchgear is being increased, 
and the Engine Division has been turning 
out over 1,000 small engines a week. repre- 
senting a 400 per cent. increase on the out- 
put rate at the corresponding time in the 
preceding year. Manufacture of battery 
electric vehicles has shown considerable 
expansion. The report states that the 
directors are requesting permission to in 
crease the borrowing powers up to twice 
the issued share capital of the company 
in order to finance the steadily-increasing 
turnover until such time as they are able 
to arrange a permanent addition to the 
paid-up er 














Sir Ronald Matthews, Chairman, L.N.E.R. (left), and Mr. A. H. 
Peppercorn, Chief Mechanical Engineer (right) at the naming ceremony 
of the new locomotive (see editorial note on page 2) 


Gift of G.W.R. Directors to Railway 
Convalescent Homes.—The Trustees of the 
Railway Convalescent Homes have re- 
ceived a cheque for £1,000 as a final gift 
from the personal funds of the Directors 
of the Great Western Railway Company. 
The G.W.R. Directors have been in the 
habit of donating £100 a year from their 
personal funds. 

Collision Near Bow Junction, L.N.E.R. 

A collision occurred near Bow Junction 
on December 22, 1947, when the 8.18 p.m. 
L.N.E.R. passenger train from Liverpool 
Street to Southend ran into the rear of the 
7.45 p.m. empty carriage train from Liver- 
pool Street to Stratford. The rear coach 
of the empty train, and the locomotive, 
tender, and two coaches of the Southend 
train were derailed but remained upright. 
Seven persons were taken to hospital for 
treatment, but only one was detained. 


Large Order for Tank Engines.—It is 
announced from Paddington that orders 
for 150 tank engines to cost about 
£1.500,000 have been placed with five 
firms of private contractors. The engines 
are of the “9400” class, 0-6-0 shunting 
type, first introduced by the G.W.R. i 
March last year, and described in our 
issue of July 11, 1947. The firms con- 
cerned are:—Robert Stephenson & Haw- 
thorns Limited, W. G. Bagnall Limited, 
Yorkshire Engine Co. Ltd., Hunslet En- 
gine Co. Ltd., and Hudswell Clarke & Co. 
Ltd. 


A.S.L.E. & F. Diamond Jubilee.—The 
Prime Minister was the principal guest at 
the diamond jubilee celebration of the 
Associated Society of Locomotive Engi- 
neers & Firemen held at Grosvenor House, 
Park Lane, W.1, on December 19. The event 
should have been celebrated in 1940 but 

was postponed because of the war. Among 
others who attended were:—Mr. Alfred 
Barnes, Minister of Transport, Mr. L, J. 
Callaghan, Parliamentary Secretary to the 
Minister of Transport, Sir Cyril Hurcomb, 
Chairman British Transport Commission, 
Mr. E, Shinwell, Chairman of the Labour 
Party, Mr. G. Isaacs. Minister of Labour, 
Mr. Vincent Tewson, General Secretary, 
T.U.C., Mr. W. P. Allen, a member of the 
Railway Executive, a number of railway 
officers, and representatives of many 
branches of the Society. In the course 
of his speech Mr. Attlee congratulated the 
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Society in reaching a landmark in its 
history, and said that although he had 
never realised his ambition to drive an en- 
gine, he was on the footplate on the 
national train, which like all good trains 
ran on the left side; it would keep run 
ning so long as the electric signals were 
in its favour. Mr. Alfred Barnes said 
that of all the services in this country 
the railways were the most vital, as had 
been proved during the war. Under 
nationalisation he hoped that there would 
be evolved a new type of service to the 
community. It was absolutely vital that 
great changes being put into effect must 
be a success. 


Assam Railways & Trading Co. Ltd.— 
A dividend of 8 per cent. on the “A” 
stock of the company has been declared 
for the half year ended September 30, 
1947. 


Intensive Wagon User on G.W.R.— 
Between Cardiff and Barry on the G.W.R. 
recently. one wagon was unloaded and 
reloaded twice and made two journeys in 
each direction in 36 hr. At Whitchurch, 
Glamorganshire, two wagons of coal de 
tached from a train at 7.30 a.m. were 
cleared, picked up by the returning train, 
and were en route to the colliery for 
reloading by 10 a.m. 


Traffic Inspector Required.—A __ traffic 
inspector, not over 30 years of age. is 
required by the Government of the Gold 
Coast for the railway department for two 
tours of 18 to 24 months, with prospect of 
permanency. Candidates must have had 
practical experience in the traffic depart- 
ment of a British railway, and have a 
thorough knowledge of train working, both 
passenger and goods. See Official Notices 
on page 31. 

Vacancies with the North Western Road 
Car Co. Ltd.—A secretary-accountant, pre- 
ferably a qualified man with experience of 
commerce, accountancy, taxation and 
handling of staff, or a secretary and com- 
mercial officer with knowledge of secre- 
tarial and commercial practice, and hand- 
ling of staff. and an accountant, preferably 
qualified, with sound knowledge of finan 
cial and cost accounts, and taxation, are 
required by the North Western Road Car 
Co. Ltd. See Official Notices on page 31. 

Accounting Assistant Required.—An 
accounting assistant is required by the 
Government of Tanganyika Territory for 
the accounts department of the railways 
and port services for one tour of 24 to 36 
months in the first instance. Candidates, 
not over 30 years of age, should have had 
a secondary education and good general 
accounting experience on a home railway. 
either in the traffic department on compila 
tion of station accounts or in the mechani 
cal engineering department. See Official 
Notices on page 31. 


Forthcoming Meetings 


January 5 (Mon.)—The Institute of Trans 


port, Metropolitan Section, Living- 
stone House, Broadway, London, 
S.W., at 5.30 p.m, for 6 p.m. “ Traffic 


Problems of a Large Retail Distribu- 


tor,’ by Mr. H. I. Davidson, 
A.M. Inst.T. 
January 14 (Wed.)}—The Institution of 


Locomotive Engineers at the Institu- 
tion of Mechanical Engineers, Storey’s 
Gate, St. James's Park, S.W.1, at 
5.30 p.m. “Southern Railway All- 
Steel Suburban Electric Stock,” by 
Mr. L. Lynes, Member, and Mr. C. - 
Shepherd, Member. 


THE RAILWAY GAZETTE 


Railway Stock Market 


With attention centred on the issue 
terms of the £1,000,000,000 of British 
Transport stock, stock markets proceeded 
more cautiously earlier in the week, 
although the upswing in industrial share 
values made further headway. Home rails 
remained an active market to the end, sell- 
ing for reinvestment into securities offer 
ing larger yields than gilt-edged stocks 
rather more than counter-balancing buying 
by institutional investors. The latter was 
on a somewhat smaller scale than a week 
ago, despite the assumption in some 
quarters that the discount on British Trans- 
port stock may not be more than a point. 
British Funds also reflected a tendency 
earlier in the week to await the British 
Transport terms, resulting in moderate de- 
clines in short-dated stocks; 24 per cent. 
Treasury Bonds and Consols encountered 
selling, and 24 per cent. Funding also 
moved back on the assumption that if the 
~~ of interest on British Transport stock 
is 3 per cent., gilt-edged stocks carrying 24 
ee cent, interest are likely to be unpopular. 

The market is taking the view that the 
Treasury must be absolutely fair in fixing 
the B.T.S. terms in relation to the stipu- 
lations of the Transport Act and the exist- 
ing level of gilt-edged. This, it is con- 
tended, makes a 3 per cent. rate of interest 
inevitable, although there has been talk of 
a combined offer of a 2} per cent. 
medium-dated stock and a 3 per cent. 
long-dated stock, which would not be un- 
popular. Nevertheless, assuming the in- 
terest rate is 3 per cent., home rails are 
undervalued in relation to other long- 
dated gilt-edged stocks carrying 3 per cent. 
interest; because, judging from current 
levels of home rails and assuming that 
B.T.S. is a long-dated stock issued at par, 
the best level at which dealings could start 
in B.T.S. on Friday (today) would be 97. 

Argentine rails have been quiet, and 


Overseas Railway Stocks 


Prices 
Railways — » w So 
of oS bil 
Stock os ts az 
= 3" 16 
Antofagasta ... | Ord. Stk. 17 9+ 104 
Arg. N.E.... ‘ek a 21 10 104 
Bolivar ‘ ---| 6p.c.Deb. 25 164 25 
Brazil cae au Bonds 444 26 42 
B.A. Pacific oo-| Ord. Stk IN4 6 10} 
B.A.G.S. in ca " 19 12 17 
B.A. Western one mn 284 144 224+ 
Cent. Argentine... = 21 9 18 
Do. sed Dfd. 21 5 12+ 
Cent. Uruguay .--| Ord. Stk 304 94 23 
Costa Rica ... oe Stk. 13 8} 8 
Dorada an 1 Mt.Deb. 108 100} 1064xd 
Entre Rios ... .. Ord. Stk, a 64 104 
G.W. of Brazil aes ae St I 23 
Inter. Ctl. Amer. 
La Guaira ‘ ..| 5 p.c.Deb.| 884 65 44 
Leopoldina ... | Ord. Stk. 224 34 lly 
Mexican vas mm 8 i 
Midland- Uruguay 
Nitrate Ord. Sh. | 863 | 62/6 | 65/- 
N.W. of Uruguay — 
Paraguay Cent. nels obi. Stk 604 444 524 
Peru Corp. ... oe Pref. 13 7 
Salvador ; ‘is . 
San Paulo... ‘is d. Stk. 1894 | 129$ | 156} 
Taltal . «+ Ord. Sh. 24 17 18/9 
United of Havana «| Ord. Stk. 45 14 14 
Uruguay Northern ... 
Canadian National ... | 
Canadian Pacific . Ord. Stk. 183 16 | 172 
Barsi Light -| Ord. Stk. | 1144 | 1004 | 1074 
Beira ... 
Egyptian Delta Prf. Sh. 6} 6 6xd 
Manila B. Deb. 834 69 834 


Mid. ofW. Australia... Inc. Deb. 75 | 65 | 744 
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unaffected by the Buenos Aires rumour 

since denied, that payment for the railways 

may be made on February 22, There has 

been little evidence that proceeds from 
selling home rails are being reinvested in 
Argentine rails, although they are likely to 
attract more attention now that yields on 
industrial shares are on the down-grade, 
Uruguay stocks strengthened on the Anglo- 
Uruguay financial agreement, but Leopol- 
dina eased following the Chairman’s state- 
ment. Canadian Pacifics at 17} reflected 
hopes of an increase in freight rates. 








British and Irish Railway 
Stocks and Shares 





Prices 
on of 
Stocks 3 a Dec ms 
= - 30, Fall 
1947 
G.W.R. 
Cons. Ord. ... | 58 52 57xd 
5% Con. Pre 123 1124 1204xd 
5% Red. be (1950). 104 984 1024xd 
5%, Re. Charge eoe| 135 1264 1344xd, 
5°, Cons. Guar. axe foe 1234 1324xd 
4% Deb. ove coe | 025 117 1234xd 
44% Deb. ... «| 1254 | WIZE | 123$xd 
44% Deb. ... ooo | 126 1184 1254xd! 
GO Dab, us sso] FP 130} | 1374xd 
24% Deb. ... ee! 924 874 904xd 
L.M.S.R. 
eo as.) at De 264 | 284xd/+ 4 
4% Pref. (1923)... 62 554 604xd; 
4% Pref. 83 754 82}xd 
349 Red. Pref. (1955) 102 944 1Ol4xd 
> ieaee ove 105 96 104xd 
44 Deb 11S 107 1144xd 
5°) Red. Deb. (1952) 1054 1004 1044xd 
L.N.E.R. 
5% Pref. Ord. wee 7 64 7xd 
— Ord. ... soe 34 34 3ixd 
6 First Pref. ee! «S74 54 Séxd 
48 Second Pref. 294 26 284xd 
5 Red. Pref. (1955). 1024 934 994xd 
f, First Guar. ee! 1044 954 103xd 
9? Second Guar. ... 984 89} 97xd 
Reh, os. | RO | 98 99}xd!  - 
2 Deb. ooo! D144 107 114xd - 
48. oy Fund 
Red. Deb. . eee 1034 984 1034xd) — 
SOUTHERN 
Pref.Ord. «.. oe 765 69 75xd |+ t 
Def. — ee ooo! 24 21 234xd - 
5% Pref. 1224 Hit 1194xd ~- 
5% Red. Pref.(1964) 112} 104 9 WI4xd — 
5% Guar. Pref. « 1344 1234 1324xd —_ 
5% Red. Guar. Pref. 

(1957). 1124 1034s gxd) 
4% Deb... eee 1254 117 123ixd — 
5% Deb. ee ve | 136$ =| I27E | :1344xd)  — 
4%, Red. Deb. (1962- | 

67). vee eee, NOE | 1O2E | :109HRS = — 
4% Red. Deb. (1970- 

80) ... ous ee TENE 1044 1104xdj  — 

au aneaeall 

Deb. .| 1044 = 98E | 1034xd)  — 
2 Guar. Sas eoe| 101 944  100ixd = — 
L.P.T.B. 

PA ee oe 1294 1204 | 1284 _ 

6A” 1384 1284 1374 _ 
3% > Guar, (1967-72)... 1064 954 974 _- 
5% 1254 1164 1234 —_ 
= fa ‘a oe oe) 655 59} 644xd 0 — 

MERSEY 
Ord. ... ak aid 324 344xd aa 
3% Perp. Pref. eee) 734 674 734xd6  — 
4% Perp. Deb. ooo | 092 106 112xd _ 
3°) Perp. Deb. ooo} 934 88} 934xd _ 
IRELAND* 

BELFAST .: c.D. 

Ord. ... : 8} 6 7 _— 

G. —— 

Ord. ee a| oe 21% 223 — 

1 oan | 623 38 38 

Guar.... see au) OF 72 72 cea 
Deb. ... ove eos | 106 87 91 + ¢ 
IRISH pentane 

Common ... 186 12/6 12,46 — 4 
3% Deb... woe} 1054 96 ico |— It 


* Latest available quetation 
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